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CIVIL ENGINEERS’ CLUB OF THE NORTHWEST. 


The Relation of Engineering to Architecture. 





[A paper read before the Civil Engineers’ Club of the Nor hwest 
May 12, 1873, by W. L.B. Jenney.) 

GENTLEMEN: The subject I have chosen, the Application of 
Architecture to Enginecring, is interesting alike to the two pro- 
fessions that, although so intimately related, have in their 
yractice only too long labored independently, to the injury of 
both. There is, however, an earnest endeavor on the part of 
many eminent men, particularly in England, to ereate a spirit 
of good fellowship and mutual assistance that is soon destined 
to bear rich fruit, healthful alike to the future architectural 
and engineering constructions. 

The best definition of architecture is perhaps that of Fer- 
gusson, ‘It is the art of ornamental and ornamented construc- 
tion.” By ornamental construction is meant the arrangement of 
the several parts—the solids and the openings, tke sky line 
and the general composition—devoid of details, so that it shall 
make an artistic effect. This is the appearance a building would 
have if seen at a distance just sufficient to lose the details, and is 
in fact the preliminary study of the architect. By ornamented 
construction is meant the details of decoration applied to con- 
structive features, such as the molding of a dripcourse, the 
chamlering of an angle, the carvings on a capital, or the orna- 
menting of the bracket of a cornice. It is the opposite of con- 
structed ornament, which is always bad and is not archi- 
tecture ; and, if it deserves any name in the arts, it is simply 
that of decoration, unmeaning and misapplied. 

Although a well-composed construction, of whatsoever kind, 
will always make a fine appearance, even if absolutely free trom 
any attempt at detailed ornamentation, still no amount of deco- 
ration, however elegant in itself, will entirely redeem a poor 
composition. 5 

Engineering, or that branch of it under our special consider- 
ation, is the science of the general fitness of construction to 
the use intended; it is the proportioning of all the parts to the 
work they may be called upon to perform. Its motto is stability 
and economy. 

The strain on each part is carefully calculated and judicious 
co-efficicnts of satety are applied throughout the entire con- 
struction ; andif a pier, or truss, or arch will best do the work 
intended, with a proper aliowance for accidental defects, and 
if the material is disposed economically, then it is good ergi- 
neering ; while to be good architecture, more is required: 
there should also be an apparent evidence of safety, for an inad- 
equate appearance of support is as detrimental to repose in 
design, esthetically, as actual insufficiency is to the statical 
structure. 

The architect who is called upon to erect an edifice, even if 
of no more importance than one of our city hotels or business 
blocks, must be an engineer as well as architect, or he must 
have the assistance of one skilled in construction and capable 
of applying the principles of engineering to the strength of 
materials ; otherwise he renders himself justly liable to criti- 
cism and the annoyance of having the lower portions of the 
building crush under the weight of the upper stories, even be- 
fore the work is off his hands. The engineer is more fortunate 
—he can do a good piece of work that shall satisfy all the de- 
mands to a high degree, without any architectural assistance, 
so long as he makes no effort whatsoever at any esthetic 
effects ; but when he feels that the position or importance of 
his work requires that it should make an artistic appearance, 
then he needs the assistance of the architect. As civilization 
advances and the works of the engineer and architect become 
more and mure important, the necessity increases that the two 
professions should go hand in hand, each assisting the other, 
and jointly striving for the good, the true and the beautiful, as 
the summit of all excellence. 

It is a common remark by English writers on architecture, 
that their engineers always fail, when they make an effort for 
anything more than stability and fitness actually demand, and 
usually cover their work with an unmeaning screen of classical 
columns and entablatures with no work to perform ; costly and 
without purpose, and therefore bad. It is no more architec ture 
than a pill-box is the science of medicine. 

lt is ceitainly curious and diffisult of explanation that the 
engineer, who is always so careful of the fitness of his own 
proper work to the object in view, almost always uses archi- 
tecture solely to hide that which, simply bocause it is true to 
the purpose, is always far better than the worthless screen he 
plasters on to it. 

In the best periods of architecture the constructions were 
designed to be the most suitable and convenient for the pur- 
pose intended, and the several parts arranged to produce the 
most stately and ornamental effect consistent with use; orna- 
menting the constructive details with harmonious and appro- 
priate design, taking care that their ornamentation should be 
the most artistic they were capable of inventing. 

Such buildings, by whomsoever erected, either ty the Egyp- 
tians, the Greeks, the Romans or the Gothic architects, or even 
by the half-civilized tribes, are ever interesting, independent 
of fashion, style, epoch or nationality. They are true architec- 
ture, and whether erected in the fifth, thirteenth or nineteenth 
centuries, are admired by all those who possess true and culti- 
vated taste. 

The same principles that govern the engineer in the design- 
ing of the purely utilitarian portion of his works shouid also 
guide him in the design of any ornamental or ornamented por- 
tions he may think best to add. 

There is a short lesson, hard enough however.to learn, that 
tasteful simplicity is always elegance, that applies well to the 
addition of architecture to engineering works. 

It is a mistake to cover a bridge pier or tunnel entrance with 
delicate carving like a church portal; but whatever ornament 
is used, however simple or severe its character, it should be as 
artistic in its design as if it were to decorate an art museum. 

Inasmuch as there are many styles of architecture that have 
risen and flourished in different countries and at different 
epochs, it may naturally be asked, which is the best adapted to 
engineering works ? 

Each nation, at each period, has hadits own special style, 
brought to more or less perfection by a whole nation of archi- 
tects, all working in the same direction, striving for the same 
end, viz., artistic and coustructive excellence. 

In their permanent conquests they carried their national 
architecture with them, and grafted it on to the style of the 
conquered, if they had so faradvancedin the art of building as 
to possess one. , 

Extensive emigrations in later timeg took the place of con- 
quests, the emigrants taking their style with them, to be re- 
produced, in their new homes, in public and private buildings. 

To-day England, France, Germany, Switzerland and Italy 
have each their styles to a greater or less extent, in a more or 
less pure or transition state; but America, composed as it is of 
a population derived from all civilized nations, is not only with- 
out astyle of its own, but has mixed all the styles of all epochs 


into one heterogeneous mass, that will require not only years 
but an increased artistic education of the people to enable us to 
concentrate our labors so as to either form a style of our own, 
or to uuiversally adapt that of another country to our wants. 

No one or two minds, however talented, can unassisted in- 
vent a new style or success/ully work out of an old one, invented 
by another people, at another period, for other wants, a style 
adapted to the requirements of the day. This can only be 
done by a whole nation of architects, with fixed purposes and 
concentrated studies and practice. 

The ablest architect can at best but take his place as first 

among his peers. His practicecan be but the exponent of his 

studics,his time and his people. He can no more unaided in- 
vent anew style than he could inventa newscience. He must 
take his a:t where he tiuds it and contribute toward elevating it 
to a more artistic excellence, to one better adapted to the cli- 
mate and the habits and requirements of the people. 

Niturally he finds the architecture that approaches 
nearest to his purpose among a people with habits and in a 
climate nearest resembling that of his owa people and his own 
country. 

The arch'teeture of the North should not be that of the South; 
Chicago shouid not look to Constantinople for its types. The 
gilded dume, so resplendent with beauty under a vertical sun, 
is sadly out of place in asuow-storm. One of our street fronts, 
cut away for light until the plate glass forms the half of the 
facade, would ba intolerable in the hot countries of India. 

The climate of Chicago and that of the North and Northwest- 
ern States is nearly allied to that of England. The habits, the 
language, the requirements and the institutions of the people 
are much the same: it is then to England we should look for 
the type of architecture to serve us as a starting point for our 
own practice. 

Here we are so fortunate as to find a style that, after forty 
years of hard labor on the part of their most talented archi- 
tects, kas been worked up from a style that originated either 
among their own or a kindred people, that is well alapted to a 
cold, moist climate, and that, after these long years of study 
and modification, has reached a perfection that entitles it to all 
the honors of a new style. 

a be called, for want of a better name, Modern Euglish 
othic. 

It first grew into public notice in 1832, when the designs of 
Sir Charles Barry were adopted for the Houses of Parliament, 
which gave rise to mach discussion, resulting to the benefit of 
the Gothic. As other competitions took place—like the one for 
the Great Law Courts, when a Gothic design was chosen ; the 
Town Hall of Manchester, again a Gothic design; the 
Town Hall of Bradford, the College of Wales, etc., all 
Gothic—the style advanced until at length it came to 
be acknowledged as the style best adapted to the habits 
of the people and the climate, and—what is of equal im- 
portance, especially to the engineer—to be exceedingly eco- 
nomical, and so flexible as to be readily adupted to any re- 
quirements. 

There is nostyle that the engineer can use so readily, or with 
80 little additional cost, as the Gothic. It can be as plain and 
massive as he may desire, while it is capable of any amount of 
elaboration and delicate carving. 

A factory, with its engine-house and tall chimney, can be 
made monumental without an extra dollar being added beyond 
what is necessary to secure good and substantial work. 

A suspension bridge, with its towers and the graceful lines 
of ~ cables and road-bed, can be made to possess great artistic 
excellence. 


In short, any engineering structure can, by a tasteful compo- 
sition and artistic proportioning of its parts, without a single 
addition of sculpture or costly detailing, be made to assume a 
fine appearance, that will, as long as it etands, clicit the admi- 
ration of every one possessing a true knowledge of art. 

It has been said that Gothic architecture is a relic of barba- 
rism. Were those fiue old cathedrals of Amiens, Chartres, 
Beauvais, Rheims, Rouen, Canterbury, Lincoln, Westminster 
Abbey, and a host of others, built by barbarians ? 

Ancient Gothic architecture reached its climax in the thir- 
teenth century, when every workman was an artist and every- 
thing they did was artistic; the houses they lived in, the 
clothes they wore, their jewelry, furniture and household 
utensils were all artistic. The sculpture throughout the old 
cathedrals, consisting of legends from the Bible, implements 
of husbandry, the history of the times, etc., calls forth unquali- 
fied admiration. 

The worshipers that entered those glorious old edifices and 
walked up the nave under those vaulted ceilings (that are to-day 
marvels of engineering skill) until they reached the eastern 
end, kneeled on the mosaic pavement before the altar. The 
hight streaming through those gorgeously painted chancel 
windows, like unto which no man living can execute, fell on 
Christians, speaking the language and worshiping the God of 
our ancestors. They were earnest, painstaking men, and their 
works display an amount of thought, and a knowledge of con- 
structive art, that excite one’s wonder and admiration. 

Look at the roof vaultings with the thrust taken by a line of 
stone, or flying buttress, so delicate that were it not that the 
direction of the force is always within the material ~~ would 
not stand a moment, showing a knowledge of the stability of 
arches so exact as to pass our comprehension. Look at the 
methods employed to avoid injury by unequal settling, and the 
corbeling out at the angles to pass from the square to the 
dome, and many such ingenious devices in construction, each 
ae a knowledge of which an engineer of our day might 

e proud, 

Respect for ourselves forbids that we should call these old 
cathedral builders barbarians. 

The classic styles were invented in Southeastern Europe, 
among the Latin and Greek races, for the ise of the temple, 
with its one room Ey from above illuminating a gigantic 
idol. Here were held the secret ceremonies ot the priestshood. 
Without was a grand colonnade for the processions, to be 
viewed by the multitude. 

The classic styles are certainly a relic of paganism, and if we 
are to judge of the relative merits of the two styles from this 
point of view we may sately accord the palm to the Gothic. 

It may naturally be asked, How is an engineer, with the 
limited amount of time that can bedevoted to study, to acquire 


pose, upon such works as are not of sufficient importance in 
an artistic point of view to warrant the employment of profes- 
sional architectural assistance ? 

This question is not easily answered. There area great num- 
ber of works, photographs and illustrated volumes, descriptive 
of the finest Gothic work of that great epoch from the tw8lfth 
to the fourteenth century, but these works, however valuable 
to the architect, are not what are wanted by the engineer. 
They are the starting point for the study of Gothic architecture, 
that has required the united efforts, during forty years, of 
many talented men to bring it to the perfection in which we 
find it to-day. Inasmuch as it is constantly advancing, it is in 
the English architectural periodicals of the past ten years that 
we find what is of most use in practice. 

It is certainly worth any man’s time to read Eastlake’s “ Re- 
vivals of Gothic Architecture,” but for examples that will be of 
direct professional assistance to the engineer, I think that the 
most will be found in a weekly publication called the Building 
News and Engineering Journal, published in London. This 
journal contains weekly some 12 to 14 pages of reading matter, 
a part of which is always :uteresting, together with four to six 





a sufficient knowledge of Gothic architecture to serve his pur- |, 


There is another periodical, the Builder, which I find decided- 
westh the cost; but I would give preference to the Building 
ews. 

In conclusion, I would respectfully but earnestly advise 
every constructive engineer to devote all the time he could 
spare to the study of modern Gothic, in its simplest forme ; for 
a knowledge of art begets a desire for it, and by creating a 
want we sooner or later produce a supply. The greatest draw- 
back influencing architecture in the United States is the want 
of frt schools. If we could only educate the public, all that we 
desire would follow. 








Memorandum Concerning Iron Rails. 





[Furnished to the Civil Engineers’ Club of the Northwest, May 12, 
1873, by L. P. Morehouse.] 





_ It is well kaown that the last winter was remarkably severe 
in its effects upon the track of railroads, and this statement is 
offered for the purpose of placing upon record some information 
as to the amount of wear upon iron rails during the winter. 

Out of 18,945 rails examined in October, 1872, and found in 
good condition, 32 per cent. failed before the ist of April, 1873. 

Many of these rails were nearly new, 4,657 having been laid 
from tour to ten months only. 

Of these, 21 per cent. failed ; 3,197 were on straight track, 
1,080 were on curves of less than four degrees, and 380 were on 
a curve of six degrees. 

Maximum grades on this portion of road are 42 feet per mile, 
and the wear upon track is about 2,500,000 tons per mile year- 
ly, moved at 15 miles per hour. 

_ Mr. Price Wiiliams gives the life of good iron rails on Eng- 
lish roads at 15,000,000 tons of ‘* moderately fast traffic.” Ac- 
cepting this as a fair statement, we must conclude either that 
the conditions of serviceon American roads are widely different 
from those abroad, or that the quality of the iron rails used in 
this country is greatly inferior to that of rails on foreign roads. 

_ For the winter season, at least, our roads are in worse condi- 
tion than English roads, and a true principle of economy would 
therefore seem to require railsof a better quality for this coun- 
try than those in use abroad. 

In stating that the rails failed, I do not mean that all of them 
had to be taken from the track, but that they showed evident 
signs of wearing out, being more or less battered. 








Sontributions. 





To Find Length of Brace of Howe-Truss Bridge. 





To THE EpiTor oF THE RAILROAD GAZETTE : 
I submit the following as a response to the request of 
“F. P.,” published in the Gazette of March 29, 1873, page 127. 
Let AB represent the width, and AB, the height of a pan- 





nel ; and let BCD represent the angle block. Then will CD, 
represent the length and CD the width of the braee. 

Put AB, = a, AB=b, CD=c, CD, = x, and angle BCD = 
angle AD, ,C = p. 








Then is 
x2sinp= AC 
ecos p= CB 
BG D + C OOD D 2 Bo oocce coccccccccecsces cacoss (b 
zcosp= AD, 
csinp= D,B, 
oe @ O08 9 + 6 GR O OF }o icc ccc cccvvccs sccaceseesd @) 
From (1) we get: 
_ 6 <i cos » (3) 
1.7 > gin grrrrrens So stneeeeees 
From (2) we get: 
sin p 
wep cep eee (4) 
Pp cos p 


Equating (3) and (4), and multiplying both sides by 
sin p cos p, we get: 
6 cos p — aein p = ¢ (cos? p— Bin? p)......... 0 eee eeeees (5) 
But 
cos 2p — sin? p = cos 2p 
By substituting this value for cos? p — sin? p in (5), we get: 
b COB p — @ BID P = C COB QP... . 6... seeeeeecee (6) 
And, from (4), we get: 
a—csinp 
z= cos p PTITeTITT Tit tt () 
Ifc isacommon divisor of a and }b, equation (6) will take a 
more convenient form by dividing it by c. In that case we 
shall have: 
5b, COS p— A, BIN P = COBVP.... ccc rseeneees (6,) 
As an example of the use of these formule, assume a = 15 
feet, b = 10 teet, and c = 1j feet or 15inches. Then, because o 
is a common divisor of a and b, we have: 
b,=8 
and 
a,=12 


and formula (6,) becomes : 
8 cos p — 12 sin p = cos 2p 


By a few trials, substituting these values from a (raverse iable, 





pages of well-executed peep re illustrations of pro. 
posed works, ranging turough all departments of architecture. 


we find that the value of p is between $1}° and 32°. Assume 
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p = 319° and substitute from a table of natural sines, and equa- 
tion (6,) becomes : 
-488248 = .446198; error, .042050 
Assume p = 32°: 
425356 = .438371; error, .013015 

Because the left-hand member of the equation is too large in 
the first of the above assumptions, and too small in the second, 
it follows that the value of p is more than 31j° degrees, and 
less than 32°. And, moreover, because the sum of the errors, or 
.065065, is the result of a variation of 15’ in the angle p there- 
fore the error, .013015, will require for its correction a variation 
of alittle more than 3’, and, consequently, the true value of p 
is a little less than 31° 57’. Substituting this value for p in (7), 
we find : 

2% = 16.897 feet 
and, by an easy calculation, we may prove that this value of x 
is correct to the nearest unit of the third decimal. 

If we desire to determine the length of the brace by caleula- 
tion, the method here developed would seem to offer greater 
facility than that given at page 155 (Gazerre of April 19). If, 
however, the engineer should prefer to determine the length of 
the brace by the use of the scale and dividers alone, then the 
** Practical Geometrical Method of Loci,” as explained by Pro- 
fessor Mahan, at page 217, Vol. I., Mathematical Monthly, will 
greatly facilitate his labor. J. E. HENDRICKS. 

Des Mornss, Iowa, May 22, 1873. 








Hudson’s Improvement in Locomotives. 





To Tse Eprror oF THE RAILROAD GAZETTE : 

In the Rarzroap Gazette of last week I observed your illus- 
tration and description of the above improvement. 

Having a strong predilection to the mechanical art, and hav- 
ing made some little proficiency, I hail with pleasure any new 
development which promises increased efficiency ; hence you 
can scarcely imagine with what delightful expectancy I turned 
to a computation of the advantages gained by Mr. Hudson’s 
improvement. But strange to say, I failed to discover any- 
thing but a positive loss. However, knowing the h gh reputa- 
tion of Mr. Hudson and his eminent practical and scientific 
attainments, I ascribed the above result to my own opacity, and 
with the view of having my analysis corrected, I applied to 
some of my brother craftsmen. However, strange to say, their 
estimate simply confirmed my own; they remarking at the 
same time that ‘‘If Mr. Hudson makes one of his patent en- 
gines, he will never produce a second.” Now, as it would be 
manifestly unjust to Mr. Hudson to condemn his improvement 
by designating it a misnomer, without his having an oppor- 
tunity to elucidate the mode of action in such way as to dem- 
onstrate that it is what it professes to be (viz., an improve- 
ment), I trust, therefore, through the medium of your valuable 
journal, Mr. Hudson will enlighten his less-gifted brethren 
with such demonstrative proof of his. improvement as will 
entirely banish their skepticism, and so remove all impedi- 
ments in the rapid introduction of his new scheme, and confer 
a favor not only on the engineering fraternity, but also on one 
who is RatTHER MECHANICAL. 

New York, May 28, 1873. 

P. 8.—Doubtless Mr. Hudson is aware there is nothing new 
in superheating steam in locomotives, and of the several modes 
of doing so that have been practiced for over twenty-five years. 

R. M. 





Report of the Connecticut Railroad Commissioners. 





The following is the chief part of the twentieth annual report 
of the General Railroad Commissioners of Connecticut, intro- 
_ ducing the statistics and reports of the railroads of the State 

for the year ending September 30, 1873: 

To the Honorable the General Assembly of the State of Connec- 
ticut: May Session, 1873. i ; 
The Railroad Commissioners herewith respectfully submit 

their twentieth annual report: : 

The reports of the several railroad companies for the present 
year are made in accordance with the amended law passed last 
session of the Legislature. This law fixed the thirtieth of Sep- 
tember as the date upon which the annual report of all com- 
panies should close. The late date at which the law was passed, 
and the short time remaining before the close of the year to be 
reported, made some difficulty in collecting the returns for this 


ear. 

Another embarrassment arose from the fact that some com- 
panies had, in previous years, made up their returns to the 31st 
of December. Such companies then had but nine months, 
from the close of the year already reported by them, to the 
close as now required by law, upon which to report operations. 
The Commissioners, considering that the present statute is a 
now law, with a form different in many respects, required all 
companies to present full reports, for one year, ending Septem- 
ber 30, in strict compliance with the provisions of the statute. 
Some companies, therefore, in presenting these returns for a 
full year, necessarily have included three months already re- 
ported last year under the old form. Where records of the 
exact items required in the new schedule had not been kept, 
they are estimated as nearly as practicable, so that the returns 
for the year may be complete. These difliculties, pertaining 
to the adoption of a new form, will not occur again. The fact 
that a part of the year’s operations has been before reported, 
and is now again included, does not alter the value of this re- 
port as showing the result of operations for one year. : 

Returns are herewith given from twenty-two corporations, 
having their road pon ia partly in this State, representing 
in all 1,268 miles of roi Of this length, 105 miles are yet un- 
finished, leaving 1,163 miles in operation, of which 868 miles 
are within this State. This gives an average of one mile of 
finished road to every 5 38-100 square miles of territory, and to 
every 620 inhabitants in the State. Since rendering the last 
report, the Boston, Hartford & Erie has commenced operating 
about 25 additional miles between Putnam and Willimantic, and 
the Danbury & Norwalk has completed a connection with the 
Shepaug Valley about six miles in length. 

The whole capital stock reported is $44,344,550, and the 
paid-in capital $35,460,117.66. Increase of paid-in capital since 
the last report, $4,468,673.40. About 35 per cent. of the capital 
stock issued is owned or held in this State, and about 44 per 
cent. of the capital paid in. The number of stockholders within 
this State is 4,005, giving an average held by each stockholder 
of $3,942.98. 

The amount of the funded and floating debt is $43,273,492 85, 
an increase since the last report of $24,412, 442. 16. This in- 





crease is mostly accounted for by the funded debt of the Bos- 
ton, Hartford & Erie corporation, which is included in this 
amount, and was not last year reported. The amount of this 
funded debt is also included in the total “cost of road and 
equipment,” and represents the cost of that road to the bond- 
holders, by whose trustees the report for the company is made. 
The whole cost of roads and their equipment is $74,074,037.40. 
In round numbers the total cost or permanent investm:nt is 
$74,000,000, of which $31,000,000, or about 42 per cent., is paid 
for, leaving an indebtedness of $42,000,900, or about 58 per 
cent. of the whole. 

The average cost of the road and equipment per mile is 
$58,464.12; the highest being the New tone. Middletown & 
Willimantic, which, though but a single-track road, cost 
$106,401 per mile, and the next highest the Now York, New 
— & Hartford, which cost $105,393.95 for a double-track 
road. 

The total amount given as ‘‘ cost of road and equipment” is 
manifestly incorrect, and should be greater, since the cost of 
road given by the New London Northern and by the Shore 
Line represents the cost of their stock and bonds to the present 
companies, which became owners of their respective roads by 
foreclosure of mortgage. In the same manner the cost per 
mile for the construction and equipment of these two named 
roads should doubtless be greater than represented in the 
table, as the amount there given represents only the actual cost 
to the present company. The lowest actual cost per mile for 
construction and equipment is in the case of the Shepaug Val- 
ley, which cost $25,417.32 per mile. 

The report shows a large addition to the rolling stock for the 
year. The number of locomotives has increased from 243 to 
277; passenger cars from 311 to 335, and merchandise cars from 
4,041 to 4,705. 

The number of men employed by the companies represented, 
exclusive of any engaged in construction, is 6,506, which 
furnishes an average per mile for the miies now in operation 
of 6 4-10. 

The total mileage amounts to 5,679,594 miles for all trains, 
being 585,312 miles more than last year. The number of pas- 
sengers carried in the cars is 10,134,633, an increase of 625,814 ; 
tons of merchandise transported, 3,162,473 ; increase, 440,242 
tons. 

The total cost of operating all the roads is $7,489,521, which 
amount is about 66 per cent. of the gross earnings. Of this 
amount about 28 per cent. is for ‘* maintenance of way ;” 29 per 
cent. for “ maintenance of motive power and cars,” and 43 per 
cent. for ‘‘ miscellaneous” expenditures. The average cost per 
mile of road for operating is $6,434.29. This varies from $18,000 
on the New York, New Haven & Hartford, to $500 on the She- 
paug Valley. But since this cost is increased or diminished in 
proportion to the number of trains and the business done upon 
the road, the cost proportioned to each mile in length furnishes 
no reliable information. The cost per train mile run averages 
$1.31, being precisely the same average cost as that given by 
the Railroad Commissioners of Missachusetts, in their report 
of the same year’s operations. The highest is $1.53 on the New 
York, New Haven & Hartford, and the lowest 53 cents, on the 
Shepaug Valley. Of this average cost of $1.31 per mile run, 
36 1-10 cents is for maintenance of way ; 38 2-10 cents for main- 
tenance of motive power and cars, and 56 6-10 cents for miscel- 
laneous expenditures. ‘‘ Maintenance of way” includes repairs 
of road, bridges, stations and buildings ; ‘* maintenance of mo- 
tive power and cars” includes repairs of locomotives and cars 
and cost of fuel, oil and waste. The cost of fuel per mile run is 
15 8-10 cents. ‘‘ Miscellaneous expenditures” includes salaries, 
wages, and all items of cost not found in the foregoing, except 
interest. 

The gross earnings for the year are $11,368,425.26, or about 
25 per cent. of the whole capital stock, and 11 per cent. of the 
whole cost of road and equipment. Income over last year, 
$771,301.19. About 50 percent. of the total earnings is re- 
ceived from passengers, and 43 per cent. from freight. The 
sum paid for interest is more than 20 per cent. of the gross re- 
ceipts, amounting to $1,199,660.81. 

The average income per mile operated is $9,766.69, from 
which, after deducting operating expenses and interest, there 
remains a net income of $2,319.19 per mile. The total net in- 
come is $3,169,902 41, and is 7 per cent. of the whole capital 
stock, and 4 2-10 per cent. of the whole cost of road and equip- 
ment. 

Dividends were paid by ten corporations, amounting to 
$2,271,143, which amount is 64-10 per cent. on the paid in 
capital of all the roads in the State, and 3 per cent. on the cost 
of all roads and equipment. This amount is also 7 9-10 per 
cent. on the paid in capital of the ten dividend-paying com- 

anies. 

. The tabular columns of income from each passenger and 
ton of freight for each mile carried should show the exact av- 
erage 1ate per mile received from passengers and freight for 
the year represented. The amounts in each passenger column 
are found by dividing the whole passenger receipts by the whole 
passenger mileage or ‘‘ number of passengers carried one mile.” 
An examination of the table will show that there must be er- 
rors. From the manner in which some companies have kept 
their account of each passenger trip, only an approximate 
amount for the passenger mileage can be obtained, in which 
case the rate for each passenger, as found by this process, 
would vary from the true rate. The average fare re- 
ceived on all roads as shown in this manner is 2 61-100 
cents per mile for passengers, and 4 5-10 cents per ton for 
freight. 

From the foregoing statistics, derived from the tables and re- 
turns herewith submitted in full, it would appear that while the 
operation of the railroads taken as a whole is not a failure, real 
success or prosperity is attained by only about one-half of the 
companies. The total net income of 4 2-10 per cent. on the 
whole cost of road and equipment is a less per cent. divi- 
dend on the whole investment than is received for interest by 
the holders of bonds. " 

The result here reached may assist in determining the pro- 
priety of regulating fares and freights by law. If 261-100 cents per 
mile is the average rate of fare a certain proportion of travel must 
have been at a lower as wellas a higher rate. The class of people 
who have received the benefit of the lowest rate of fare are 
commuters and holders of season tickets, for the greater part 
men whose occupation is in cities but who live in towns and vil- 
lages adjacent, aud who daily go and return’from their homes to 
their work. If arate per mile was established by law, as low 
as was considered compatible with the successful operation of 
a railroad, the company conducting its operations would not, for 
it could not, consistent with its own success, provide lower rates 
for commuters and other pie esd travelers. Such is the case 
othe New York Central road, where the limit by law is two 
cents per mile on all trains. No passenger, however often he 
may travel, can procure passage for any less. 


[The Commissioners here quote from the Massachusetts 
Commissioners’ report on the practical working of the limita- 
tion of rates to two cents per mile on the New York Central 
road and the injustice of a uniform rate.] 

The views here given have a practical bearing upon the 
qoeeee of the expediency of establishing uniform rates by law. 

hether special rates for different companies, established by 
law, would be better for the public at large than the present 
system of various and fluctuating rates, controlled. by circum- 
stances or by competition, is difficult to determine. 

The list of accidents is given with the return of each company 
and covers the same period of time for which the return is 
made, The list given in the body of the report last year was 


brought forward to the time of writing the report, for which 
reason the list now given by each company covers a part of the 
same time, and some of the names given in the last report will 
thus be again found in this. The -proportion of accidents for 
the time reported, or to the number of passengers carried, will 
not be affected, but the accidents for the year are thus made to 
conform to the other doings reported. The whole number for 
the year resulting in scrious personal injury is 85; of these, 54 
were fatal and 31 not fatal. But one accident resulting in the 
death of a passenger has occurred, and that was caused by 
jumping from the cars while in motion. No serious injury has 
happened to any passenger who kept in Lay place, in con- 
formity to rulesand regulations, while more than ten millions 
of passengers have been transported. Of the whoie number of 
accidents resulting in injury or death, 7 occurred to persons at 
crossings ; 7 to persons jumping on or off the cars while in mo- 
tion ; 10 to persons fallivg from trains ; 38 to persons waiking 
or lying upon the track, 9 of whom were intoxicated ; 6 to em- 
ployees while coupling cars; 4 to boys stealing a ride; all 
others numbering 13. 

As will be seen, the largest proportion of accidents occu:s to 
persons walking or lying upon the track; some apparently 
sleeping in utter disregard of any danger, others incapable of 
comprehending any danger through intoxication. It is proba- 
bly impossible to provide a remedy againgt such recklessness, 
but ifa law was passed making it illegal for persons who are 
not employed on the road to walk on the track, it would assist 
in making the danger more apparent, and would, doubtless, de- 
ter some from taking this course. 

Attempting to get on and off cars while in motion is another 
fruitful source ot accidents. The warning plainly given by the 
fate of so many seems to have no effect in diminishing this 
dangerous practice. From the train newsboy, who daily and 
hourly repeats it, to the occasionai passenger, who waits until 
after a train has started to speak his Jast word, then throws 
himself aboard, a large number seem tou delight in taking this 
risk every year. It is difficult to see how legislation can be 
made to accomplish a reform in this respect. 

Accidents of this class also frequently occur to boys and 
others, who take advantage of the opportunity afforded by the 
low rate of speed which trains are required to run across streets 
and at other places in cities, to cling to trains, thus endanger- 
ing themselves and annoying both passengers and employees. 
On this point there is already a statute (act of 1865 and amend- 
ment of 1867) prohibiting such proceedings. The railroad com- 
panies hesitate to enforce the law and inflict the penalties pre- 
+scribed, as in many cases a malicious disposition aroused would 

vent its spite in stoning cars at night, ope obstructions on 
the track, or other vicious acts, in which it would be impossible 
to trace the offender. The remedy would seem to bein the 
action or assistance of the local authorities, who could bring 
the offenders to punishment, and where regulations making 
such opportunities possible are established for the very purpose 
of preventing accidents, it is but justice that the local authori- 
ties should render every assistance to prevent this dangerous 
practice. 

* [Here follows detailed accounts of the two most serious acci- 
dents to passenger trains within the year. ] 


The condition of each road and the particular business per- 
taining to it are more fully given hereafter in the separate re- 
port of each company. In general, the good condition and 
careful management before reported have been sustained, and 
the business has increased. A great improvement has been 
made in the rolling stock by the application of the Westing- 
house brake and the Miller platform and coupler now in use 
upon several leading roads. The proof is abundant of the su- 
periority of these inventions for the better working otf trains 
and the prevention of accidents. Some self-coupling device 
applicable to freight trains is greatly needed, and would lessen 
the danger to employees. 

Several petitions have been received and acted upon by this 
Board, asking for gates or flagmen to be stationed at highway 
crossings. Only two flagmen have been established by the 
Board since rendering the last report, one at Stamford, on the 
New York, New Haven & Hartford, the other at Yantic, on the 
New London Northern. 

To determine what would be for the public safety and inter- 
est is made the duty of 4he Commissioners in this matter, and 
is sometimes difficult todo. The danger at grade crossings 
cannot be wholly removed, but by the exercise of the greatest 
caution to observe approaching trains it may in most cases be 
avoided. But there isa question as to how fara railroad 
company may be justified in levying this contribution of care 
upon a whole community, and at what point the company 
should itself be made to take up the burden. 

Reference was made last year to the necessity of an amend- 
ment of the laws in regard to fences on the roads laid out and 
built before the passage of the present laws, The necessity 
still exists. On three different roads, the Housatonic, the New 
Haven & Northampton, and the Norwich & Worcester, a con- 
siderable portion of the line has no fence adjoining private 
land owners. That the whole line of a railroad should be 
fenced is conceded by all, on grounds of public safety, and is 
proved by the fact that the law now requires all companies on 
taking land for railroad purposes to fence the same, An ex- 
tended report of the action of the Commissioners in one case 
upon vy may found in the remarks concerning the New 
Haven & Northampton Company. As will there be seen, the 
Commissioners are restrained by decision of the Superior Court 
from proceeding further in the case in question. In view of 
the impracticable application of the laws in this and many 
other cases, the Commissioners respectfully urge upon your 
honorable body the necessity of a thorough revision of the laws 
in regard to fencing. 

A great mistake is made and a public injury inflicted by the 
failure of railroad companies to conform to the established 
time for the running of trains. Accidents may occur making 
failures and delays unavoidable in particular cases, interrup- 
tions to which all will aor e eas, submit, but their daily and 
continued occurrence should not be looked upon with allowance. 
The company agrees to transport passengers a certain distance, 
within a certain time, for a fixed remuneration. A continued 
daily failure on the part of any company to carry passengers the 
whole distance propdsed and paid for would not be submitted 
to, ae if pay for carrying the whole distance was re- 
tained. Whateverargument will show that passengers should 
be carried the distance agreed, will also show that they should 
be carried in'the time agreed, tor both are conditions upon 
which the traveler depends. To the man of business itis often 
of vital importance to reacha certain place, or make a certain 
connection, as he has previously planned. With the certainty 
or probability that he could not accomplish it, he would adopt 
some other course. The failure of a company to carry him 
within the specified time is as great an injuryas if it had 
tailed to carry him the specified distance. 

The remedy is to be found ina more careful calculation of 
the resources of the company ; for its ability to carry a large or 
small number of passengers within a certain time depends npon 
the promptness with which they can be received or discharged 
at stations, the capability of the rolling stock, especially the 
motive power, and the condition of the road and track to be 
used. A lack in any of these departments should not be an 
excuse for the daily delay of trains, for the ability to do a cer- 
tain specified thing should not be assumed, but established 
upon fact, and being established may become the basis of a re- 
liable agreement. Ifthen for any of these reasons the time 
has been so fixed that the company agrees to do something it 
cannot do. the time should be c snael to conform to what the 
company, with the means it has at command, actually can do, 
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Dimensions, etc., of Standard Car-Axles Used on/| car builders and master mechanics, and is believed to be cor- 
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Editorial Announcements. - 


Removals.—The Chicago office of the RAILROAD GAZETTE has been 
removed to No. Tt Jackson street, opposite Third avenue. 

The New York office of the RatLRoaD GAZETTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 


Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay lideraly for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 

Advertisemente.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, Anancial schemes, etc., to our readers can do 80 
fully in our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 











FRICTION OF JOURNAL BEARINGS. 





One of the most important subjects to come up for 
consideration at the Car Builders’ Convention is that of 
a standard for the form and proportions of car axles. The 
necessity for some action establishing uniformity for the 
present condition of things is indicated very plainly by 
the table on another page, in which the dimensions of 
over 100 axles are given. It must be remembered, tco, 
that these are only what are regarded as the standard 
sizes on the roads where they are used, and do not in- 
clude those very indefinite forms and proportions which 
are not standard. 

To those who have had any care of the repairs of cars, 
it is of course not necessary to say anything of the advan- 
tages which would result from the adopttfon of some uni- 
form pattern for axles used on all 4 ft. 8} in. gauge rail_ 
roads. Almost any of the sizes given in the table would, 
if generally adopted, be be‘ ter than the present diversity; 
but if the subject is up for consideration, it will of course 
be wise to give it very full and careful consideration, so 
as to fix not only upon some standard, but, as far as pos- 
sible, upon the best standard. What is most to be feared 
now is, that the desire to realize the benefits which would 
attend uniformity will cause the members of the Associa- 
tion to be too hasty in their action, and thus establish a 
standard which more careful consideration would 
show not to be the best. The discussion 
which has thus far been carried on _ indicates 
that there exists great difference of opinion re- 
garding the best sizes for the diameter and length of 
journal, This and the best method of strengthening axles 
next to the hub of the wheel on the inside are probably 
the main points about which there is likely to be any ma- 
terial difference of opinion. Unfortunately there is still, 
among many otherwise skillfui mechanics, a great lack 
of accurate information regarding the laws of friction, 
which to a great extent should determine the proportions 
for the journals of a standard axle. Many such will not 
believe that friction ‘‘ is proportioned to the pressure, and is 
independent of the area of the surfaces in contact.” This has 
been proved over and over again, and is as clearly demon- 
strable as the law of gravitation. As long ago as 1649 

experiments were made establishing it, and in 1781 more 
complete experiments were tried by Coulomb, and the re- 


sults presented to the French Academy of Sciences. In 
1831, ’32, ’33 and ’34 Morin made his celebrated experi- 
ments at Metz, and they all without exception confirmed 
these conclusions. There is, however, a limit to the exact- 
ness of the above law, which has an important bearing 
on its application to the proportion of car journals. The 
law as stated is true so long asthe pressure is not suffi- 
ciently intense to force out the oil or grease from between 
the surfaces. When this limit is reached the friction in- 
creases more rapidly than in simple proportion 
to the pressure. The higher the velocity of the 
rubbing, the lower will be the pressure at 
which the lubricant will be forced out from 
between the surfaces. It must be observed, too, that the 
pressure requisite to expel the lubricant is measured by 
the amount per square inch of the surface in contact. 
The pressures which will do this have not yet been accu- 
rately determined. It is, however, certain that increas- 
ing the size of the surfaces in contact, which in the case 
we are considering would be the journals and bearings, 
will not increase the friction; whereas if they are too 
small, the oil will be forced out from between them, thus 
causing abrasion and a greater resistance than is due to 
well-lubricated surfaces. 

This can be stated in a different way: It has been 
found that the power required to turn a well-oiled axle 
in its journal is only about one-twentieth of the load 
which rests on the bearing; whereas without lubrication 
it requires one-fourth the load, or five times the power. 
Between these two limits there is every degree of fric- 
tional resistance, according to the condition of lubrica- 
tion. If, then, the weight per square inch of surface is 
so great as to force out the oil from between the journal 
and bearing, then, evidently, good lubrication will be 
impossible, and consequently the friction will be very 
much increased. It will be seen, therefore, that in this 
view of the case, while there is nothing to lose by enlarg- 
ing the journal, there may be a very great loss from hav- 
ing it too small. 

If, however, any considerable increase is made in the 
surface of car journals, they must be enlarged in diame- 
ter, because if the addition is made to their length alone 
they will be liable to spring and break. If their diame- 
ter is enlarged, itis said that the friction will be in- 
creased, because the distance traveled by the circumfer- 
ence of a large journal, in each revolution of the wheel, 
is greater than that traveled by a small one; or, to state 
it in a different way, the power required to overcome the 
friction of a large diameter journal is greater than that 
for a small one, because the proportion between the diam- 
eter of the wheel to that of the journal is less; or, in 
other words, the power exerted at the circumference of 
the wheel has less ‘‘ leverage” to overcome the friction 
at the journal. Undoubtedly this reasoning is correct, 
providing the resistance due to the rubbing alone 


is the same in both cases. But, as we 
have already stated, while with good _lubri- 
cation this resistance is only one-twentieth of 


the load, if the oil is forced out from between the bear- 
ings it will be increased to a greater or less extent up to 
one-fourth of the load, if all the oil is forced out, as is 
not infrequently the case. Let us then estimate how 
much the resistance would be increased by enlarging the 
diameter of the journal from 3} to 4 inches, supposing 
the surfaces and friction of the journals to be the same 
in both cases. A frictional resistance of 100 pounds at 
the smaller journal would be overcome by a force of 9.85 
exerted at the circumference of the wheel, whereas with 
the larger journal a force of 12.12 pounds would be re- 
quired, or nearly 25 per cent. more. If, however, the 
large journal is more certain of being thoroughly lubri- 
cated than the small one, there may be, and probably is, 
a@much greater difference, due to this cause, in the fric- 
tion in the two journals, than there is between the power 
required to overcome a given resistance in the large and 
in the small journals referred to above. The friction of 
an axle with merely ordinary lubrication is stated in 
Molesworth’s tables to be nearly 50 per cent. greater than 
it is with continuous lubrication, and when ‘‘ greasy and 
wetted” it is nearly three times as great as with “ ordi- 
nary lubrication.”” Morin’s celebrated experiments, to 
which we have already referred, indicate very clearly the 
great influence which the constant renewal of the lubri- 
cant has in diminishing the ratio of the friction to the 
pressure. In some cases the frictional resistance was only 
one-twentieth of the pressure, whereas in other cases, 
where the lubrication was less perfect, it was over 
one-tenth. If, therefore, an increase in the size of journals 
will facilitate lubrication, it seems probable that the ad- 
vantage resulting therefrom will much more than com- 
pensate for what is lost in other ways. Fortunately, too, 
we can refer to some practical experience which sustains 





this view. In another part of this paper we give an en- 
graving of a journal and axle-box designed by Mr. C. A. 
Smith, of the Erie Railway, and put into practice by him. 





The journal is 7 inches long by 4 inches diameter, Ina 





previous number we have referred to his experience with 
these journals, and therefore we will only repeat now 
that those which he put under acar which weighed 58,000 
lbs., or 4,833 lbs. on each wheel,* ran 27,768 miles, and 
at the end of that time the lead with which the bearing 
was coated about a sixteenth of an inch thick was not worn 
through to the brass, showing that the lubrication was 
very perfect during all the time it was running. The ex- 
perience of the Reading Railroad Company with journals 
3% inches in diameter has been equally satisfactory. In 
fact, we have never heard any objections urged against 
large journals, except from those who have never used 
them. All car-builders who have tried them are strong 
advocates of their use, and it certainly seems to savor of 
old-fogyism for those who really have no experience 
which enables them to judge of the advantages of large 
journals to interpose their inertia in the way of this 
much needed reform. 

The weakness of axles next to the hub of the wheel on 
the inside, which is indicated by the great number which 
break at that point, should also receive the attention of 
master car-builders. The fact that probably nine-tenths 
of the axles which fail break at that point is a tolerably 
certain indication that they are weaker there than any- 
where else. This could be remedied either by taking 
some material from the other parts of the axles and en- 
larging them at the point where they break, which would 
equalize their strength, or by increasing the size of their 
weakest part, which would practically make the 
whole axle stronger. Many car-builders attribute the 
fractures which occur next to the hub to the influence of 
the sharp shoulders ordinarily turned at that point, which 
are said to ‘‘ invite” fracture. Doubtless a shoulder has 
some such effect, but we are inclined to believe that the 
influence attributed to that cause has been exaggerated. 
At any rate it is so important to have a shoulder of some 
kind, as a gauge in pressing on wheels, that probably the 
danger incurred from careless workmanship, and thus 
getting the wheels either too close together or too far 
apart, would be greater than the tendency to fracture 
produced by a properly formed shoulder. The evil, we 
believe, could best be cured by enlarging the axle in the 
hub of the wheel and making the part between of a dif- 
ferent form, so as to distribute the “spring ” of the axle 
over a greater part of its length, instead of concentrating 
it next to the hub, as is now the case. 

The subject is deserving of thorough discussicn, and 
as itis the first and probably the most important step 
towards establishing greater uniformity, and will prob- 
ably lead to the adoption of a standard journal, bearing 
and box, and ultimately to a standard ‘truck, no hasty 
decision should be made, but the whole subject should 
be investigated with the greatest care. An unwise de- 
cision now would defeat fora long time the object which 
it is so desirable to obtain. 








DISCRIMINATING RATES. 


The existing Illinois law concerning charges for carry- 
ing freight by rail was declared unconstitutional because 
it defined a certain act asan unjust discrimination and 
imposed a penalty therefor, without giving the party com- 
mitting the act any opportunity to prove by testimony 
that the discriminations are not unjust. The Supreme 
Court, however, went out of its way to say that a dis- 
crimination made on account of competition would be an 
unjust discrimination, having itself no testimony on the 
subject. The Legislature has sought to remedy the pres- 
ent law by enacting that such and such acts shall be 
prima facie evidence of unjust discrimination, intending to 
make it the duty of the courts to hold the companies 
guilty unless they prove themselves innocent. 

The railroad companies have all along held that the 
discriminations and other acts complained of are not in 
their nature against public policy; that, indeed, they are 
necessary to the most economical operation of the roads 
and to the maintenance of rates as low as they now are at 
points where they are highest. That is, they maintain 
that the jiscriminations, where they exist, are not unjust 
nor injurious ; that a uniform rate, a variation from which 
the new law treats as prima facie evidence of an offense 
punishable by heavy fines, would be destructive to many 
industries and the business of some of the most important 
cities of the State, as well as of theirown. But neither 
Legislature nor people are disposed to listen to their argu- 
ments, and the law was passed and its execution is ex- 
pected with little opposition or apprehension so far as 
has been expressed in the Legislature or by the press. 

Now it is probable that the railroad companies might 
successfully question the constitutionality of the new 
law as they did the old one; it is certain that, before an 
impartial and unprejudiced tribunal, they could prove 
that many of the discriminations complained of and 
made prima facie evidence of a penishable misdemeanor 
are not unjust. But such a course would more than ever 


* The car had six-wheeled trucks, 
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embitter the people against the railroad companics and 
make probable such a revolution in the judiciary as would 
endanger the security of all property whatsoever, rail- 
road and other. Moreover, it would not always be pos- 
sible to prove that a discrimination is unjust, for it is often 
impossible for those best acquainted with a given traffic 
to decide what would be a just rate. 

The railroad companies of Ilinois—at least those which 
have termini in Chicago—are endeavoring to make such 
schedules of rates as will prevent the making of prima 
facie cases of unjust discrimination. The consequences, 
doubtless, will seriously affect the business of the 
State, and be such as ought to demonstrate to every 
citizen the propriety of discrimination in favor of 
special points, special industries and special kinds of 
traffic. But the people of Illinois—many of them at 
least—are not in a mood to be convinced; and the evils— 
perhaps amounting to positive calamities—which may be 
caused by such schedules of non-discriminating rates are 
likely to be char_ed, not upon the law which they are 
made to obey, but upon the railroad companies. , Last 
year they were condemned for disobeying the law; this 
year we may see them even more fiercely condemned for 
obeying it. 

It seems to us that too much stress has been given to 
the variable cost of carrying given weights the same 
distance. We have labored arguments over the influ- 
ence of grades, the greater cost of station service per ton 
shipped at one station over another, the probability that 
cars used for shipments at some stations must be hauled 
empty to it for considerable distances, the difference in 
cost of damages to different kinds of merchandise, 
the influence of the prevailing direction of traf- 
fic, etc. But it needs to be better under- 
stood that any addition to traffic which brings, 
directly or indirectly, the smallest profit to a rail- 
road company is an advantage toall the business dove at 
higher rates. If a railroad company does my business at 
a profit of 50 per cent., and thus makes net earnings suffi- 
cient to pay its interest and dividends, shall I complain 
because it does other business at a profit of 
only 10 per cent? Not if the company could 
not get that dusiness at higher rates. Whatever 
addition is made to its profits by this low-priced traffic 
decreases by so much the amount that I must contribut 
to the revenues of thecompany, The theory of classifi- 
cations of freight is based upon this principle more than 
on anything else, though a different reason is often given 
for it. 

No merchant should find difficulty in understanding 
this. Willa grocer admit that because he sells sugar at 
a profit of only 5 per cent., therefore he is morally bound 
to make no more than 5 per cent. on any of his goods ? 
Certainly he will not; but having a trade which supports 
him, he will feel that any addition which he can make to 
it which will leave him any profit whatever will better 
enable him to compete with his rivals in trade, and will 
be an advantage and not a cause of complaint to his cus- 
tomers. 








Criticism of the Master Mechanics’ Convention. 





A correspondent of the Chicago Tribune chides the 
members of this Association thus : 


** BuRLINGTON, [a., May 20, 1873. 
** To the Editor of the Chicago Tribune: 


‘*Srr—I was much interested in your editorial on this sub- 
ject. The discussions and labors of such a body of practical 
men are, indeed, of great interest to the public. Vast as our 
railroad system has become, it is yet very far from perfect. 
When such men meet once a year, to the number of more than 
100, representing all the leading companies, something surely 
must result from such a convocation. 

** Well, let us see what was done. According to your dis- 
patches from Baltimore, the Association met on Tuesday, May 
13. The President announced a donation of $3,000 from the 
Committee of Reception of last year. The Vice-President also 
gave out the following programme: Tuesday afternoor, an ex- 
cursion to Annapolis and visit to the Naval School ; Wednes- 
day afternoon, visit to Druid Hill Park; Thursday afternoon, 
visit to Mount Clare Works, Baltimore & Ohio Railroad—on 
which day the Association adjourned sine die. Friday was 
spent in visiting Washington city, and Saturday wound up the 
‘proceedings’ with a visit to New York, anda grand banquet 
at the St. Nicholas Hotel, given by the railway supply men who 
had axes to grind. 

* This, while brakemen and conductors on freight trains kiss 
their wives and babies every morning, uncertain whether they 
will ever see them again, but very certain they will be brought 
home, sooner or later, mangled corpses scarcely to be recog- 
nized, through the barbarous system of coupling cars now in 
use, but which any one of a dozen well-known devices would 
certainly obviate. - This, while hundreds of passengers and rail- 
way employees were killed outright the past winter, other hun- 
dreds maimed for jifeand millions of dollars of property de- 
stroyed through the defects of the present shape of iron rails 
and axles, as adapted to the severity of our climate. The As- 
sociation passed a flippant resolution deprecating compound 
axles, or these made of more than one piece of iron, when it is 
well known that any bar of metal made of more than one piece 
on which there is much sirain, is relatively stronger 
than when made of a single piece, and that if one part of such 
a bar breaks the other will hold it together till the fracture can 
be detected and repaired. 

“Tt is more than believed—it is pretty certainly known—that 
fully one half of the present destruction of life and property 
from couplers and broken axles and rails, might be obviated by 
an intelligent effort to do so. But what can be expected when 
such a body as the above meet their duties and responsibilities 





in such a way? While there is a time for all things, junketing 
and frolics certainly do not beloag to such occasions as 1 

The idea which the writer advocates, that the members 
of such associations should not indulge in any recreation 
during the sessions of their conventions, because the op- 
eratives of railroads are exposed to danger, is preposter- 
ous. If that theory were carried out to its ultimate re- 
sults, it would prohibit all enjoyment so long as any grief 
and pain exist for us to prevent or alleviate. That the 
members of the Master Mechanics’ Association should 
not visit such places as the Naval Academy or Washing- 
ton City, because ‘‘brakemen and conductors are now 
uncertain when they kiss their wives and babies whether 
they will ever see them again,” on account of “the bar- 
barous system of coupling cars,” is an inference the rea- 
son for which is not very obvious. We have no disposi- 
tion to treat this subject in a spirit of levity, realizing as 
we do the horrible loss of life and the suffering and pain 
which are cused by accidents from coupling cars. That 
the subject should receive more attention from master 
mechanics is, we think, quite true ; but the reason why it 
has not is not because they went to Annapolis or Druid 
Hill Park during the session of their convention. If the 
correspondent of the Chicago 7ribune is looking for the 
reason why they do not give it more attention, he must 
look much deeper for the motive, or rather for the ab- 
sence of one, than to their love of enjoyment, which 
master mechanics have in common with all the rest of 
the human race. It would be just as reasonable to say 
that they should not go to church on Sunday, nor go to 
picnics or tea parties, because brakemen and conductors 
are now exposed to danger, as it is to say that they 
should not go on excursions for the same reason. 

That much needs to be done to make life and limb 
safer in the operation of coupling cars, is very true; but 
it is absurd to say that it is not done because the members 
of the committee referred to took a sail one day, a ride 
another, and a dinner the last. Motives of philanthropy 
have both a moral and an’ intellectual element in them, 
and it is simply idle to say that the master mechanics 
would become philanthropic if they had only refrained 
from riding and from eating and drinking. We do not 
fora moment intend to assert that they have done all 
that they should do; what we wish to make clear is, that 
the reason assigned for their shortcomings is not the true 
one. 

The resolution which was passed expressing the opinion 
that no advantage would be gained by the use of loose 
wheels or compound axles, he describes as “ flippant,” 
which certainly is not true. The resolution may be un- 
sound in theory, or express a misapprehension of facts; 
it may have been unwise as a question of expediency 
alone to adopt it; but it certainly was not flippant, and 
we believe that to the opinion expressed in it there was 
not a dissenting voice. 

The suspicion does not seem to have crossed the mind 
of the writer of the letter that possibly the resolution, and 
those who adopted it, may be right and he wrong; nev- 
ertheless, it is not only possible but probable that such is 
the case, and that an axle made of one piece of metal is 
better than it would be if made of more. At the present 
time there is an annual crop of inventions of methods for 
using loose wheels, intended to accomplish imaginary ad- 
vantages. The object of the resolution was simply to 
state as the opinion of the members, who are men of ex 
perience, that no advantage would be gained by the use 
of wheels which can revolve independently of each 
other, 








The New Illinois Freight Rates. 





The new freight tariffs which the Chicago railroad companies 
have been making, to comply with the law prohibiting discrim- 
inations which goes into effect on the Ist of July, are so far 
perfected that the several companies have got their schedules 
nearly ready for publication. The adoption of the new rates, 
it is believed, will make inevitable and necessary the abandon- 
ment by Chicago of all business at such points as Peoria, 
Bloomington and Rock Island. Merchants in Chicago will 
probably find it impossible to compete with Cincinnati and St. 
Louis, and the business will necessarily go to those points. On 
the Chicago, Rock Island & Pacific road, for instance, the rate 
for first-class freight from Chicago to Peoria is now 35 cents. 
After the ist of July it will be 67 cents. For fourth-class freight 
the rate is 20 cents. It will then be 34 cents. On the same 
road between Chicago and Rock Island the rate now is 60 cents 
for first-class freight ; after this month it will be 67 cents; and 
for fourth-class freight the rate is 25 cents, and will be 39 
cents. Of course, under these circumstances the company 
must abandon all hope of retaining the business between Chi- 
cago and those competing points. St. Louis will undvuubtedly 
gain, to a large extent, what Chicago loses. It is just so with 
the Chicago & Alton road, only the number of competing points 
is much larger on that line. This company, which has hereto- 
fore sent from four to five car-loads of merchandise daily from 
Chicago to Springfield, Jacksonville and Lincoln, expects to 
send nothing after July 1. The Indianapolis, Bloomington & 
Western road has so reconstructed its rates that it will take 
goods from Cincinnati to Lincoln for 33 cents per hundred, 
which is about half what the Chicago & Alton road will charge 





from Chicago to Lincoln after the ist of July, although 
the distance between Cuicago and Lincoln is not much more 
than half that between Lincoln and Cincinnati. One result 
of the new law—in truth, its principal effect—will be to change 
the routes of much of the business of the State of Illinois. 
The law will so operate that competing points will get about 
the same rates of transportation as heretofore, only the busi- 
ness will be done on lines which do not terminate in the State 
of Illinois. While tiis is the case with through rates, local 
rates are going to be higher than befor®, so that really the law 
promises to aggravate the very evils which it was enacted to 
remedy. Take the Chicago & Alton road, and its local rates, 
that is from point to point on the road, will be almost or quite 
double the present rates. The company abandons its business 
at the points where other roads cross, and increases its tariffs 
between all points where there is no competition ; hence the 
farmers, for whose benefit the law was enacted, will find that 
they are not to be benefited by its operation. The great east- 
and-west roads will take the merchandise for Central Illinois to 
Bloomington, Peoria, Springfield, etc., and the north-and-south 
roads will distribute them to the points where they are to be 
consumed, at rates considerably in advance of the old ones. 








American Bonds in Europes 





Aiarge number of issues of railroad bonds are held chiefly 
in England and Germany, and the journals of those countries 
give quotations which are rarely seen here. As an illustration of 
the esteem in which such securities are held abroad, we copy 
quotations from London and Frankfort for May 10, and from 
Amsterdam for May 8, premising that the quotations are, of 
course, in gold, and that we must add about 18 per cent. to 
get the proper currency price : 








LONDON. 

Alleghany Valley Railroad. .............sesssesceeesees 38 a 89 
Atlantic & Great Western 1st mortgage $1,000......... 9 a 20 
Atlantic & Great Western 2d mortgage $1,000.......... 68 a 7 
Atlantic & Great Western 3d mortgage...............+- B6%a 37% 
Atlantic & Great Western consolidated mortgage...... —a— 
Atlantic & Great Western, Bischoffsheim’s eertificates. 45 a 47 
Atlantic & Great Western reorganization scrip......... 96 @ 98 
Atlantic & Great Western leased lines rental trust..... 92 a 93 
Atlantic & Great Western leased linesscrip, £60paid... *9 @ 90 
Atlantic, Miss & Ohio con. mortgage...............++++ 60 a 65 
PORRIDGE. 0.00 dpnecsenss s600c00s seqneconnssoces a 9 
Baltimore & Potomac (Main Line) Ist mortgage........ 81 a & 
Baltimore & Potomac tunnel mortgage (guaranteed by 

Pennsylvania & North Carolina SOEs 65d eben todo a 82 
CRD Be Veins cen0se: 6onesee covsncecsers sees % a TW 
Central Pacific of California 1st mortgage............... 81 a 8 
Central Pacific (California & Oregon Division) ist mort- 

gage gold bonds scrip, 50 per cent. paid............... Wa 84 
Detroit & Milwaukee Ist mortgage bonds............. »«» BEB 
Gilman, Clinton & Springfield 7 per cent. Ist mortgag: 

EE WO iccnisscocensenst ses pebbopenecscooccesevess 86 a 8 
Illinois Central $100 shares, all paid 9 a 92 
lllinois Cen'ral redemption mortgage bonds. 98 a 100 
BROS COROEE, 5 coccccces ncecsscneccsenccces 66 seces 80 a 83 
Itlinois & St. Louis Bridge lst mortgage............... 93 @ 100 
LOGUE DS TRAGHVUIS....... -vocscccccvcccscccsscsocccces 91 a 92 
Marietta & Cincinnati bonds...............cce0eeeeees 4 a 88 
Memphis & Ohio 1st mortgage bonds .................. 103 @ 105 
Mich gan Central Sinking Fund, ist mortgage.......... 8 a 90 
Milwaukee & St. Paul 1st mortgage.............. 8% a 8 
New Jersey, United Canal & Railway,.......... 97 a 98 
Northern Pacific 1st Mortgage land grant bonds 78 82 
Oregon & California 1st mortgage scrip ........ 35 45 
Panama general mortgage...............ceccocecescceces 9: 93 
Paris & Decatur 2100 gold bonds..... .............4.4. 85 97 
PORRAPOPRED IO GE veces ccceccccctcccecioscoccesee 44%a 45% 
Pennsylvania ist MOTtMAge.  ....... ccc cccccceses cove 80 83 
Pennsylvania 2d mortgaye........ ...ecceccccccccsceees 97 99 
Pennsylvania general mortgage...............0--+s+e0s- 99 


gel 
Philadelphia & Erie Istmortgage (guaranteed by Penn 
ol ae _ ‘a -" eenevececese snp aproresscces s 
lade’ a rie ist mortgage, option to 
paid in Philadelphia. ene. ee 
Philadelphia & Erie general mortgage (guaranteed by 
Pennsylvania Railroad) 
Philadelphia & Reading boeniebs. eotaapeneees 45 
Philadelphia & Reading General Consolidated Mortgage 99 
Union Pacific Land Grant Ist Mortgage Bonds ......... 
Union Pacific Railway, Omaha Bridge.................. 


FRANKFORT. 


Raaak a AR RARRARAS 
= 
é 


















7p. c. Buffalo, New York & Philadelphia. 62% 

TW, ©, CI Ve occ 000.0500 cccces cbcccncccccccse 69394 

© D.C. COMBeretn © QORIR 6 00 2000080000 ccccccsccccscese --%2 

6 p. c. Central Pacific, 1st mortgage. .............ceccecescccceees 83 

6 p. c. Central Pacific (San Joaquin)...........0...e.cceeeceeeees 72% 

TO, GC, Gem TNE Ge GIR ois 000000+ccneveccescsccecscscees 895¢ 

i (i Sad -cccncusce otnesneesegubsiiamtneosedaud 71634 

Oy G, BN Be i, Bow nce cccccccencevncccccencoscesecens 

6 p. c. Missouri Pacific.............----- 

6 p. c. Missouri Pacific (South Branch). 

7p. c. Mobile & Ohio.,.......---....- 

2 Pe ©, ERE, 96060000000 v08006.00 

7p. c. Morris & Essex (currency). .. - 6 

7 p. c. New York & Oswego Midland 5g 

7p.c Oregon & California, lst mortgage ....................-+04 ) 

3% p. c. Rockford, Rock Island & St. Louis....... ............. 2834 

7p. c. St. Louis & Southeasterm. ......cccccccccccccccces .coscees 6234 

8 p. c. Stockton & Cogpesepes b8.0$00ss coscesocrccoccccecccesoes 673 

6 p. c. Union Pacific (Hastern Division)..... .................++- 74 

8 p. c. Union Pacific (Omaha Bric'ge).................ceeeseeeees 8446 
AMSTERDAM. 

7 p. c. Atchison, Topeka & Santa Fe.........cccoccccccccccccses 71 

7p. c. Cairo & St. Louis............ .... Sons ccestoncdeneseoceanes vi) 

F BD, Cn 0.0 cn cccce cevesscccccccenscccvesvecees 68 

Preferred stock Chicago & Northwestern........ ..............- 7244 

Fh, Os PO EE Bier cersccccoscns seccesceccncccocte es - «823g 

7 p. c. bonds Momomines Ex. ........ccccccccccssccccccccscceces 8044 

7p. c. Chi Oa. % 

7p. c. Atchison Branch, Chicago & Southwestern. ..43 

7p. c. Cleveland, Mount Vernon & Delaware. BT 

7p. c. Denver & Rio Grande....... @eecceeeees 

8.p. c. Des Moines Valley............ 7 

8 p. c. Elizabethtown & Paducah................eseeee0- 

OP Gi RS Be ssnse. a5 seccnsedccscscccccsosconcsoceensé 

TPG MOUND BS BOOB coccccccccccccscocccccessccsscsoes 

2, 6. Be OO he BIO, occ cove ccccctcecvcccecsscccsceeed 

Fr Oy es Be BOB ncn sd ccc ctescctecstecececssens 

7p. c. North Miseouri, firet mortgage.................ssseeeeees 

7 p.c. Northwestern Union.. ............-+-s06 

7p. c. Paducah & Memphis 

%p.c. Port Royal. ...<... 

7p. c. West Wisconsin...... 


There have been great fluctuations recently in the prices o 
some of these securities, and we see a difference of ten points in 
the quotations for different days of the same week; but transac- 
tions have been so small that perhaps the quotations are hardly 
to be depended upon as an index to the true condition of the 
market. 

Besides these we see Berlin quotations of 30 for Fort Wayne, - 
Muncie & Cincinnati, 38 for Peninsular of Michigan, 24} for 
Brunswick & Albany and 40 for Alabama & Chattanooga. 
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‘The Press and Free Passes. 


Tha Chicago 7ribune has recently published editorials de- 
nouncing the practice of granting free passes, and these have 
called out several expressions of opinion which show that it is 
not alone‘among newspapers in its opinions. Commenting on 
@ paragraph in the Chicago Tribune regarding the danger that 
law-makers may be prejudiced in their action by the favors 
which they receive from railroad companies, the New York 
Tribune says : 


‘Equally true is it that a journalist who has his pockets full 
of railroad passes cannot be depended upon for impartial ex- 

osures of, and fearless attacks upon railroad corruptions. 
There is no reason why a newspaper man should ride free when 
other men pay, and one of the best and most cheering signs of 
the progress of independent journalism is the spread of this 
belicf among journalists everywhere.” 

This is true; and it is altogether desirable that the railroads, 
like everything else, be subjected to impartial criticism. To 
be sure, most newspapers do not hesitate to accept passes on 
railroads and abuse them at the same time, but they should 
have no possible motive to refrain from criticism. 

The St. Louis Democrat says : 

“*The proposition of the Chicago railroad men is a d one, 
but it is only a bucket-full out of the vast ocean of deadheadism 
which needs to be bailed dry. The process is a difficult as well 
as an extensive one. It will carry mourning to brave hearts 
aud tears to manly eyes; but in the end the good accomp!ished 
in the abstract will atone for the grief inflicted in the concrete. 
Down with the dead-beats !” 

The Chicago Tribune has also extracts from four country 
papers, the Logansport (Ind.) Pharos, the ‘Genoese (Ill.) Re- 
public, the Woodstock (Ill.) Sentinel, and the McGregor (Iowa) 
Times, indorsing its position ; which is more creditable to these 
papers, probably, than to the great newspapers ; for the passes 
given to a country newspaper often form no inconsiderable part 
of its income, its profits being usually very small, and its pub- 
lication maintained often for the sake of political influence or 
other advantages than the money profits, among which this 
privilege of obtaining free passes is not the least. It cannot 
‘be expected that journalsof this class will refuse to avail them- 
selves of this privilege so long as the railroad companies grant 
it; and, indeed, often a publisher would put himself at a con- 
siderable disadvantage compared with a rival, should he refuse 
to use this privilege, however much he may feel that he ought 
not to use it. The reform will never be made if it is left for the 
recipients of free passes to make it. 








The Master Car Builders’ Convention. 


A meeting of merchants, railroad supply dealers and others 
was held at the American House, Boston, May 28, to make ar- 
rangements for the reception of the Master Car Builders’ Asso- 
ciation. H. 0. Sherburne, of Sherburne & Co., presided, and 
H. F. Knowles, of the Boston Car Spring Company, was Secre- 
tary. An Executive Committee, consisting of the following 
gentlemen, was appointed : Silas H. Munson, Chas. S. Knowles, 
John A. Pingree, J. F. Hudson, Robert London, Henry A. 
Leach, Thomas C. Lotbrop, F. A. Howard, Philip 8. Page, Ed- 
mund ©. Perkins and Henry C. Sherburne. Mr. E. C. Perkins, 
of the Nashua Iron & Steel Company, was chosen T easurer of 
the committee. A visit to the Hoosac Tunnel, an excursion in 
the harbor and a banquet are proposed as part of the pro- 
gramme of reception. 

The convention willbe held onthe 11th, 12th and 13th of 
June—Wednesday, Thursday and Friday of next week. 








Record of New Railroad Construction. 


This number ofthe Ratnnoap Gazetre has information of the 
laying of track on new railroads, as follows : x 

Milwaukee & Norihern.—Extended from Forest Junction 
northward 17} miles to Depere, Wis. Northwestern Union.— 
Extended from a point 3} miles south of Fond du Lac, south- 


eastward 163 miles to Kewaskum, Wis. Texas & Pacific.— 
Extended on the Dallas end from Eastport eastward 7 miles to 
Terrell, Kaufman County, Texas, 35 miles east of Dallas; also 
on the Longview end, westward 25 miles to a point 100 miles 
west of Shreveport—in all, 32 miles. Chicago & Paducah.— 
Track is laid from Fairbury, Ill., southward 8 miles. Cairo & 
Fulton.—Extended from the recent terminus, 7 miles southwest 
of Little Rock, southwestward 17 miles to Benton, Ark. 
This is a total of 91 miles of new railroad. 








Tue Pactric Mam Sreamsure Company, whose mission it is 
to *‘ maintain the honor of the American flag in foreign ports,” 
and has that patriotic task pretty much toitself, revolutionized 

_ its management at its election last week, as indeed it did a year 
ago. Mr. Bradbury, the new President, was formerly a captain 
of one of the company’s vessels. Of the new directors, Trenor 
W. Park is of Bennington, Vt., and the largest stockholder in 

he new Central Vermont Railroad Company ; John M. Burke 
and George 8. Scott are directors in the Rock Island and the 
Northwestern raiiroad companies ; Russell Sage is Vice-Presi- 
dent and probably the controlling manager of the Milwaukee & 
St. Paul Company ; Rufus Hatch was one of the early managers 
of the Northwestern. Altogether, the board represents a vast 
deal of wealth and a very powerful interest in Wall street. Itis 
said to be the choice of Jay Gould, who is supposed to control 
a large proportion of the shares. The late President, Mr. A. B. 
Stockwell, is supposed to have no longer any power in the com- 
pany, which can hardly be said to have thriven during his ad- 
ministration. The report, if it can be called such, made by the 
retiring administration gives as assets $1,373,201.85 in “ cash 
and cal] loans, United States 5 per cent. bonds, and cash with 
agents,” which may be worth more or less; $3,841,448.26 in 
Panama Railroad shares, California Dry Dock shares, coal 
(reckoned at nearly $15 per ton), outfits and supplies, and bills 
receivable, the latter amounting to $840,000; $2,364,930.13 for 
payments on steamers building ; $2,009,831.77 for real estate at 


New York, Aspinwall, various points along the Pacific coast, 
and in China and Japan ; $11,651,592.38 for steamers ; and sun- 
dry smaller items, making up a total of $20,363,008.55. Re- 
ceipts are given for the years ending with April, for 1871 and 
1873, as follows, Central American and California coast lines not 
being included : 

Year ending May 1, 1871. | Year ending May 1, 1873. 
Passengers $1,790.917 11 | Passengers $1,8 0,710 71 
Freight 1,894,790 18 | Freight 3,022,194 29 

$3,685,707 29 Total 

No statement of expenses is given. 

The company has under contract two iron steamers, of about 
5,000 tons each, for the China line; four iron steamers, of 
about 3,000 tons each, for the New York and San Francisco line, 
and two iron steamers, of about 1,500 tons each, for the Central 
American & Mexican line. The total cost of these eight steam- 
ers will be $4,500,000, of which $2,472,930 has been paid. 

The stock opened the day of the election at 41}, went up to 
443, and since has been below 39. 


$4,822,904 93 








AccIDENTs ON PRussiAN RarLRoaps are considered in statis- 
tical returns compiled from official documents by the govern- 
ment at Berlin. The last, recently published, containing the 
reports for 1871, gives tables of accidents for ten years, begin- 
ning with 1862. During that period the mileage (English) 
increased from 4,060 to 8,280, and the number of accidents for 
the whole period was 4,788. This is an average of 479 per year; 
but more than three-fourths of the whole number were in the 
first six years of the period, having increased from 513 in 1862 
to 912 in 1867. Since the latter year there has been a great 
decrease, and in 1871 there were only 246, and that with twice 
the mileage of 1862. This is certainly very encouraging prog- 
ress, as we may believe that there has been an increase in the 
average train service as well as in mileage, and the habits of 
the nation and its government make it improbable that the 
accidents are reported more imperfectly now than heretofore. 

Of the total number of accidents in the ten years, 3,109 were 
caused by defects or failures of rolling stock—breaking down 
of cars and locomotives; 662 by inattention to signals and 
switches misplaced in consequence; 272 to obstacles on the 
rails, placed maliciously or by accident; 251 to ‘‘atmospheric 
influences ;” 187 to defects or failures of permanent way, and 
307 to uaknown or unexplained causes. 

The results of these accidents were comparatively slight, 
only 20 persons having been killed and 112 injured ; 271 loco- 
motives and cars having been badly damaged and 398 
slightly. 








Tue Loumser Trarric has long monopolized a large share of 
the vessels on the Great Lakes, and latterly the grain-growers 
have felt that they needed all there are. An attempt to trans- 
port the lumber across Laké Michigan in rafts, and thus obvi- 
ate the necessity of using any other vessels than tugs, has there- 
fore a considerable interest to others than those engaged in 
the lumber trade. Lake rafts are not altogether novel ; but 
heretofore they have been moved comparatively short dis- 
tances, chiefly from the mouths of streams on Lake Huron and 
Saginaw Bay to mills in the vicinity. Now some Chicago firms 
have made preparations to test very thoroughly the practica- 
bility of towing rafts of logs across Lake Michigan to Chicago, 
there to be manufactured. The danger is that the rafts may 
be broken up and lost in the heavy storms to which they will 
be exposed, and for rafts of the shorter logs this is a great dan- 
ger. Very long logs may make more seaworthy rafts, but if the 
traffic is to be confined to these, not much will be saved. To 
balance the saving of vessel room we must set the slow progress 
of a raft and the necessity of using steam instead of sails. 








STATE MANAGEMENT IN MASSACHUSETTS seemed fairly vic- 
torious in the lower house of the Legislature on the 28th ult., 
when on a motion for the engrossment of the pending bill, which 
was supposed to unite in opposition all the enemies of State 
management, the motion was passed by a vote of 109 to 106. But 
the next day a vote for a reconsideration was carried by 109 to 
99—five members who voted for the engrossment having voted 
for reconsideration; and thereupon by a nearly unanimous 
vote a substitute was passed simply appropriating $200,000 to 
put the Hoosac Tunnel in order and make surveys which 
will enable the Governor and Council to report to the next 
Legislature some plan for utilizing the tunnel to the best 
advantage. 

It is supposed that a considerable majority of the Senate is 
in favor of State management; and it is not impossible that 
this branch of the Legislature may pass the bill which the 
lower house has just rejected, in which case it will again come 
betore the latter for its action; and with so close a vote as that 
reported, one day in favor of and the other against the bill, it 
is not impossible that it might again reverse its action and 
indorse the bill, should it come from the Senate passed by a 
large majority. It is more probable, however, that nothing 
will be done at this session toward disposing of the question 
finally. 


AMERICAN SOCIETY OF CIVIL ENCINEERS. 











Gunpowder Pile-drivers—Rail Economy. 


Aregular meeting of this society was. held at the rooms in 
New York, March 5, 1873. 

A paper on ‘“‘Shaw’s Gunpowder Pile-driver,” by Samuel R. 
Probasco, C. E., of Brooklyn, N. Y., was read. 

This piledriver was set at work in October, 1872, on a line of 
sheet piles for a reservoir dam in the valley of Parsonage Creek, 
Long Island. The material to be penetrated was sand and fine 
gravel, cemented together in places so as to be hard and diffi- 
cult to move with a pick, and like “‘hard-pan.” Clay was found 
below the water-level of the basin ; some borings showing it at 
15 feet below the surface. The lower stratum was tough and 
tenacious, and the whole material was under water. 





The machine in form resembles an ordinary pile driver: a 
cast-iron block, called a “‘ gun,” resting on the head of the pile, 





is bored out, and receives without windage a wrought-iron pis- 
ton attached to another cast-iron block, called the ‘‘ram,” 
which is lifted by explosion of powder in the bore. When the 
piston leaves the gun, a cartridge is thrown in which, exploded 
by the heat freed by the piston in its descent, throws the ram 
upward again and forces the pile downward. The area of the 
piston is adjusted to the weight of the ram, which also is ad- 
justed to the work to be done. Soda powder cartridges m 
cylinders of 13 to 14 ounce, coated with black lead and paraffine 
are used. The coating is expected to keep the powder dry, 
lubricate the ,yun, preserve the requisite tightness, prevent es- 
cape of gas, and cause the entire force to be exerted on the 
base of the piston. ° 

The piston is made a little smaller than the bore of the gun, 


‘and has on the lower end a steel ring which fits the bore 
| closely. 


The performance was as follows : 

At first several explosions were necessary to lubricate the 
gun, which leaked gas so that the ram would not go to the 
requisite height to move the pile. After a few shots, the piston 
moved up regularly, and in its descent fired the charge, forcing 
the pile down and itself upward. When the resistance is slight, 
this machine may be economical, but when, as in this case, it 
required 300 blows from cartridges costing 2} cents each to 
force a pile down 15 or 16 feet, it cannot be called so. The gas 
from the explosions cut passages in the ring at the end of the 
piston, and thereby much lessened the power of the machine. 
The gun became hot from the rapid discharges, and the’ bore 
enlarged, whereby more gas escaped. Seven piles were driven 
with it—each costing more for powder than the contractor got 
for pilesin place—when the machine refused to work. On ex- 
amination, the steel ring was found furrowed by the powder, 
and the piston (diameter, 5 inches) so bent by striking the bot- 
tom of the gun as to be useless. The air-cushion relied upon 
to prevent this was lost by the furrowing of the 
ring. The inventor, on being consulted; decided that 
the excessive consumption of powder was due to the piston be- 
ing too small for the ram, weighing over 1,700 lbs. ‘The bore 
of the gun was then enlarged to receive a piston seven inches 
in diameter, and 10 piles more were driven, when the machine 
was again laid aside. The resultof this trial was similar to the 
first, except that the piston wasnot bent. The gun got so hot 
as to fire the powder before the ram reached its place. Alto- 
gether 17 piles were driven to a depth of from 14 to 19 feet, re- 
quiring from 200 to 300 blows of 14 oz. cartridges. 

An ordinary piledriver was then employed, with a hammer 
weighing 1,800 Ibs. and falling 8 to 10 feet. In this way 11 
piles were put down 154 feet in ten hours, costing per pile no 
more than 100 blows from the powder machine, These 100 
blows, at best, would put the pile down but 10 feet. 

The piling was spruce, from 10 x 10in. to 10 x 14in., 20 feet 
long, with 2in. square tongue and groove. The piles were bev- 
eled at the point on three sides, leaving the grooved side un- 
touched. The groove was driven on the tongue of the preced- 
ing pile. The heads were protected with a light band. 

Seven piles were driven without shoeing; the eighth split 
and showed the necessity of protection at the point. A cast- 
iron cup shoe, weighing about 40 lbs., with a groove in it, and 
made with three bevels and one plain side, was found to stand 
the work. The tendency of the tongue of the pile to work u 
was obviated by twisting a chain tightly about the pile an 
tongue ; a lever with rope attached was used for this purpose, 
the force being applied as the blow was delivered. Seventy-five 
piles were driven in this way to a mean depth of 15} feet. By 
experience six inches more depth has been attained, which is 
about the maximum penetration in this kind of material, and 
this can only be done with the best of sound, dry spruce. 

RAIL ECONOMY. 

A brief discussion followed, after which a paper on ‘“ Rail 
Economy,” by C. P. Sandberg, C. E., of London, England, in 
reply to the discussion had upon a former paper of his on the 
saine subject, was read. 

In that discussion it had been remarked, under the head of 
“Traffic Capacity,” that the weight on locomotive driving 
wheels, stated therein, differed from American practice; that 
on the Philadelphia & Reading Railroad, four tons on drivers 
wore not exceeded for a 64-lb. rail, and that on the Erie Railway 
53 tons had been found too much for a 70-lb. rail. 

Mr. Sandberg herein replied that it would be interesting to 
know what weight the rail and the rail joint would carry in the 
two instances mentioned; 6j tons on drivers on a 60-Ib. rail, as 
stated in the table, and considered excessive, might not be so ; 
the table showed that the 60-lb. rail of standard section with 
fish-plate would carry 14 tons in the middle between 
three-feet bearings, and 9ji tons at the joint between 
two-feet bearings. According to the table, the maxi- 
mum load on drivers on standard sections was one-third 
what the rail in the middle would carry, and two-thirds of 
what the the rail-jomt would sustain. In order to obtain the 
full value of the material the joint ought to be as stiff as the 
middle of the rail. For this it is best to use the fish-plate as 
thick as will not interfere with the tire-flange ; the angle shouid 
be as small as will permit an easy rolling of the rail. This 
angle is 11 deg. and 15 deg., the latter for light rails, experi- 
ments having proved that the smaller the angle the stiffer the 
joint. With this fishing the capacity of the rail at the joint is 
two-thirds that at the middle, while with ordinary fastening it 
is but one-fourth. In regard to the Erie sections, experiments 
have shown that this rail will bear at the jomt but two tons, 
while at the middle it will carry ten tons, hence it is not strange 
that five and a half tons on the drivers proved disastrous. The 
necessity of a sufficient thickness in the fish-plates is oiten 
overlooked. It is doubtless prudent to increase the number of 
drivers on American roads, but the statement that six and a 
quarter tons on a sixty-pound standard rail section with stand- 
ard fastenings is excessive, should be modified. This load is 
not the most economical for working a line, but that to which 
an increase of traffic might extend. Many European railways 
with a seventy.pound section have a joint carrying only six 
tons, owing to too large an angle and too thin a fish-plate. 





Production of Rails inthe United States. 
The following is from the Bulletin of the American Iron and 
Steel Association : 


The total number of net tons of rails made in the United 
States in 1872, as reported to the office of the American Iron 
and Steel Association by the makers, is 941,992, or 841,064 gross 
tons. This aggregate was produced in the following States, 
the production of each of which in 1872 is given in comparison 
with the production in 1871 : 


Pennsylvania. 
Ohio 


Wiesconrin 
Massachusetts 
Maryland 
Indiana..... . 
West Virginia 
Missouri 


PRIGMIMOR: cccccecectcdeees biases tees gadvewesess 
New 

Georgia 

Kentucky 


This aggregate of production includes only such rails as 
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were made for the use of freight and passenger railways, and 
excludes 15,000 tons of street rails and all mining rails made 
during the year. More mining rails are made by bar-mills 
than by rail-mills, and they are generally classified as bar-iron; 
hence the impossibility of ascertaining exactly the production 
of this class of rails in any year. Were the fact otherwise, 
however, we but follow the precedent of this office in excluding 
from our statistics of rails any estimate of the production of 
ee rails, as wellas the ascertained production of street 
rails. 

By this table it will be observed that in 1872 Pennsylvania 
made 419,529 tons, or 443 per cent. of the whole. Ohio comes 
second in the list, taking the place which Illinois held in 1871. 
Illinois is the third State in the list, and New York the fourth. 
In the production of steel rails the relative position of these 
four great iron-producing States is almost the same, Pennsyl- 
vania producing 38,463 tons ; Ohio, 22,000 tons; Illinois, 15,930 
tons; and New York, 17,677 tons. No other States made Bes- 
semer rails in 1872. ‘The largest production of both iron and 
steel rails by a single mill must be credited to the Cambria 
Iron Works, at Johnstown, Pa., which made a total of 81,006 
net tons. ‘This magnificent result was accomplished during a 
year in which the larger part of the works was destroyed by a 
a fire—a calamity which it is proper to state, however, was 
almost immediately overcome by the extraordinary energy and 
resources of the company. 

The following table exhibits the growth of the home produc- 
tion, importation and consumption of rails in the United States 
from 1849 to 1872, inclusive, together with the growth of the 
railway system of the country during the same period : 
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The production of rails mm 1871 in the United States was 775,- 
733 net tons; in 1872 it was 941,992 tons. Increase, 166,259 
tons, or 214 per cent. The importation of foreign rails in 1871 
was 566,202 net tons; in 1872 it was 530,850 tons. Decrease, 
85,352 tons, or 6j per cent. The net gain of the American rail- 
maker in 1872 over his foreign rival was, therefore, 201,611 net 
tons. 

Of the total production of 941,992 net tons of rails in 1872, 
94,070 tons were Bessemer steel rails. In 1871 there were pro- 
duced 60,042 net tons’of steel and steel-headed rails. Increase, 
34,028 tons, or 563 per cent. Of the 530,850 net tons of rails 
imported in 1872, 149,786 tons were steel rails. In 1871 it is 
estimated that there were imported 83,887 net tons of steel 
rails. Increase, 65,889 tons, or 785 per cent. . 

It will be seen that, while the importation of rails of all kinds 
was 35,352 net tons less in 1872 that in 1871, the importation of 
steel rails increased 65,889 tons. The reduction in the im- 
portation of alliron rails was, therefore, 101,241 tons. 

The total consumption of iron and steel rails in 1871 was 
1,341,935 net tons; in 1872 it was 1,472,842tons. Increase, 130,- 
907 tons. ‘This increased consumption was more than equaled 
by the increased production of American mills, which was 166,- 
259 tons, as above stated. : : 

The importation in 1872 of old rails for remanufacture is care- 
fully estimated at 170,000 gross tons. The customs regulations 
do not separate old rails from scrap iron ; hence the necessity 
of estimating the quantity of each imported. The total importu- 
tion of old scrap iron in 1872 was 248,444 gross tons, valued at 
$7,617,463, gold, of which Great Britain sent 108,181 tons, 
valued at $3,203,746. In1871 Great Britain sent us 139,812 tons, 
valued at $3,255,349. 

During the year ended December 31, 1872, the aggregate 
value of the imports of iron and steel and manufactures thereof, 
as officially reported to this office by the Hon. Edward Young, 
Chief of the Bureau of Statistics, Treasury Department, was 
$60,575,514, gold, of which $22,705,025 represents the value of 
new iron and steel railroad bars—$14,498,012 of iron, and $8,- 
207,013 of steel. 

During the ten months ended October 31, 1871, the exports 
from the United States of American railroad bars and rails was 
330 net tons; during the same period of 1872 the export was 
746 tons. Increase, 126 per cent. These figures of our export 
trade are comparatively unimportant, but they show progress 
in the right direction. 








The Illinois Central Meeting. 


The Illinois Central Company has published the proceedings 
of the meeting for the election of directors held in Chicago on 
the 28th ult. By this it appears that 167,087 shares were rep- 
resented at the meeting, which were voted as follows : 73,202 
by John Newell, 50,424 by W. K. Ackerman, 42,226 by Richard 
H. Giyn, 830 by J. N. Jewitt, and 405 by Lucien Tilton. 

The minutes of the meetings of the directors since the pre- 
vious annual election were submitted and approved ; resolutions 
were passed ratifying and approving all the acts of the board, 
approving the President’s annual report, and confirming the 
agreements made with the “New Orleans, Jackson & Great 
Northern and the Mississippi Central companies for the ex- 
tension of the latter road to Cairo—and concerning the latter 
the following was unanimously adopted: 


“* Whereas, The early completion of this line to New Orleans is @ 
rk of great necessity, and 

we Whereas, It is believed to be the best means for an outlet for the 
surplus products controlled by the Illinois Central lines ; 

“Therefore this meeting recommends even more decided measures 
to secure all the funds necessary for its early completion, and this 
meeting believes that this purpose will be best attained byextending 
to 30 years the present agreement, on the part of the Illinois Central 
Railroad Company, to purchase at @ price not exceeding par from 
the six millions of bonds issued by the above named two companies, 
to an extent not less than $200,000 for each year, which substitution 
is recommended by this meeting.” 


A resolution was passed approving the increase of eapital 





stock, the plan of submitting it to the annual meeting, and 
instructing the board to pursue a similar course in case it 
should hereafter deem expedient a further increase of stock. 
The board was authorized to call a special meeting of stock- 
holders at any time by giving 90 days notice in a daily commer- 
cial paper in each of the cities of Chicago, New York, London 
and Amsterdam. 


George Bliss, Lucien Tilton and W. K. Ackerman, whose 
terms had expired, were re-elected directors for the term of 
four years, and L. V. F. Randolph was chosen to fill the unex- 
pired term (for three years) of A. 8. Hewitt, resigned, all by 
the unanimous vote of all the shares represented. 

In connection with the report of the proceedings of this 
meeting, the President of the company submitted the following 
interesting statement : 


Your en erty comprises 7054 miles of main track, and 127 
miles of sidings and double track, 197 locomotives, 4,772 freight 
and passenger cars. 

With the exception of 2,810 feet of wooden bridges to be re- 
placed with iron,all the bridges and culverts are of masonry and 
iron. 

The right of way on the major part of the line is 200 feet in 


width. 

The station property now enclosed at Chicago upon the lake 
shore embraces fifty acres. 

Generally, at other stations, all the land required in advance 
of any possible want for many years is secured. 

There is no engagement with any car association, either 
freight or greene. for using the lines of this company. It 
has adhered to the policy of building and owning the entire 
rolling stock. 

The engagement with other companies are : First, annual 
payment of $75,000 per annum, for the use of partof the 
Toledo, Peoria & Warsaw Railway line, between our main line 
and branch, which contract isa source of profit. It expires in 
about six years. 

The lease of the line from Dubuque -to Sioux City, 326.58 
miles, was for twenty years; by the payment of 35 per cent. 
for ten years, and 36 per cent. for ten years, upon the gross 
traffic received upon that line, 

The Dubuque & Sioux City Company had leased the Cedar Falls 
& Minnesota road, agreeing to pay $1,500 per mile per annum 
oa - use, which was assumed. This road is 75.58 miles in 
ength. . 

This company has engagements to devote from 15 to 25 per 
cent. of the gross traffic derived from. several connecting lines 
to the purchase of their bonds. 

These obligations are of trifling importance, with the excep- 
tion of the engagement made with the railway from Cairo to 
New Orleans, now under construction. To secure this impor- 
tant connection, the directors authorized setting aside 25 per 
cent. of the gross receipts, devoting it to the purchase of the 
bonds of the two southern companies, agreeing to accept ten- 
der at not exceeding par for at least one hundred bonds of each 
company each year. 

Our traffic to and from the South is growing in importance. 
Last year the business exceeded $1,000,000. With the direct 
railway connection we may look for a large increase upon this 
trafiic at an early period. 

The total outlays as shown in the general balance sheet 

of 31st December last were.... 224,092 06 

The working stock of supplies 745,961 68 


Making 


To which should be added the loss of interest paid durin 
the construction of the road, and until the earnings exceed 
the interest charge, $3,576,302.37, making $38,546,356.11. 

The directors have ordered $290,000 to be added to the sum 
of $2,761,500 now in the “sinking fund,” which, with the inter- 
est to accrue before the maturity of the bonds, will discharge 
the construction mortgage debt. 

With this adjustment the $38,546,356.11 is represented by 
Redemption bonds due 1st Apri!, 1875 $2,500,000 00 
Redemption 6 per cent. currency bonds, due Ist April, asneenes 


25,500,000 OJ 
Ma* ing an aggregate of 
Which is $8,000,000 less than the cost of the property. 

The company held, January 1, obligations for $1,472,562.15 on 
contracts for lands sold, and had 344,368 acres of land for sale. 

The original engagement with the State of Illinois stipulated 
that, at the expiration of ten years after the completion of the 
line, the unsold land should be offered at public sale. The com- 
pany considers that it has fully complied with this require- 
ment; but in view of the feeling entertained in the State, and 
the recent action of its Legislature, it is desirable to close out 
these lands, even ata sacrifice, to avoid any difference with 
the State authorities upon this subject. Pending negotiations 
for about 300,000 acres of this land will probably be concluded 
upon terms which will aid in providing for the redemption 
bonds due in 1875. 

The President has the satisfaction to express to the share- 
holders the belief that the causes which led to so large a diminu- 
tion in net results of the operation of the road last year are 
gradually being remedied, and that the efforts making by the 
trunk lines leading to the East to accommodate a larger traffic, 
with a better present supply of vessels upon the lakes, have al- 
ready produced higher prices for grain at Chicago, and that the 
benefit to be derived from the New Orleans line will doubtless 
commence early in the autumn. Thus we may look for an in- 
creasing traffic during the remaining months of this year. 

In this connection it may not be superfluous to state, in view 
of the alarm which has disturbed the minds of many railway 
shareholders by the unexpected transfer of the management 
and control of several railway properties in this country, that 
upwards of nine-tenths of our capital stock is registered in the 
names of investors, and that the number of shareholders has 
so largely increased that the control of this property can only 
be obtained byactual purchase. It is desirable that the share- 
holders should renew their potes each year, and give specific 
instructions if a change in the board of directors is desired. 








The Union Rolling Mill of Chicago turns out 120 tons of rails 
per day, or about 36,000 tons per year. The rolling-mill build- 
ing of the company is 280x200 in size, and contains three 
double eee and eleven heating furnaces, with one bloom- 
ing train of rolls tor meng, the ingots of steel to blooms, 
one rail train for rolling rails, and one puddle train 
for the rolling of muck bars. this mill both 
steel and iron rails are made, the mill running for 
two weeks on each alternately. The building for 
the manufacture of Bessemer steel is 150 by 100, and contains 
two five-ton converters, four cupola furnaces, and two reverber- 
atory furnaces for melting the spiegel. The machinery of the 
establishment is driven by five engines, two of which are of 
500 horse-power each, the steam of which is generated in 12 
boilers, 40 feet long and 40 inches in diameter ; the other three 
are of 45 horse-power each, and are used in the rolling mill 
alone. The pre ong! employs 600 men in its operations. 

The Helmbacher Mills at St. Louis employ about 240 men 
and turn out from 100 to 150 car axles day, besides other 





heavy forgings and steamboat work. sales for the year 





1872 amounted to about $650,000. 


Qeneral Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 





—Mr. Henry Strong, of Chicago, Las been elected President 
of the Atchison, Topeka & Santa Fe Railroad Company, in 
lace of Ginery Twichell, of Boston; Thomas Nickerson, of 
ston, Vice-President, in place of Mr. Burr, of the same place ; 
and A. E. Touzalin, Land Commissioner, in place of D. L. Lakin. 
mueee. Mr. T. J. Peter retires from the office of Genera’ 
anager. 


—At the annual meeting of the Pacific Mail Steamship Com- 
pany in New York, May 28, the following board of directors 
was elected : George H. Bradbury, T. W. Park, J. D. Smith, J. 
M. Burke, ©. J. Osborn, Russell Sage, George 8. Scott, George 
H. Palmer, Rufus Hatch. The new board of directors organ- 
ized by electing officers as follows: President, George H. Brad- 
bury ; Vice-President, W. F. G. Bellows; Secretary, ‘I'heodore T. 
Johnson ; Treasurer, Henry Smith. 


—Mr. Reuben Ragland, President of the Petersburg Railroad 
Company, has been elected President of the Richmond & 
races ye tm any,in place of Col. Thomas H. Wynne, re- 
signed. lonel Wynne has been chosen General Manager of 
both companies, whose roads will hereafter be operated as one. 


—Mr. George W. French has been appointed General Freight 
Agent of the Evansville & Crawfordsvilie Railroad, in place of 
A. E. Shrader, resigned. 


—Mr. George Barrett, Chief Engineer of the Shenandoah 
Valley Railroad, has resigned yy to accept an appoint- 
ment as Chief Engineer of the New York, Norfolk & Charles- 


ton Railroad 

—At the annual meeting of the Northern Railroad Company 
of New Hampshire at Concord, N. H., May 29, the following 
board of directors was elected : Onslow Stearns, Josiah Minot, 
Concord, N. H.; G. W. Nesmith, Franklin N. H.; John A. 
Burnham, Uriel Crocker, Chailes F, Choat -, Edward Lawrence, 


a The directors re-elected Hon. Onslow Stearns, Pres- 
ident. 


—At the annual meeting of the Shenandoah Valley Railroad 
Company at Front Royal, Va., a 21, the following board of di- 
rectors was chosen: J. M. Walker, W. L. Boyce, Johu W. 
Ashby, Wm. Milnes, Jr., Mann Bpitler, W. H. Travers, A. R. 
Boteler, Thos. B. Kennedy, Wm. McClellan, H. B. Harnsberger, 
M. B.Buck. The board elected Thomas A. Scott, President. 


—At the annual meeting of the Merrimac & Connecticut River 
Railroad Company at Concord, N. H., M y 29, the following 
board of directors was elected: Onslow Stearns, Josiah Minot, 
Concord, N. H.; G. W. Nesmith, Franklin, N. H.; Davis Steele, 
Goffstown, N. H.; John A. Burnham, Uriel Crocker, Boston. 
The directors subsequently elected Onslow Stearns, President ; 
Charles P. Sanborn, of Concord, Clerk ; and Josiah Minot, ot 
Concord, Treasurer. 


—At the annual meeting of the Concord & Rochester Rail- 
road Company in Concord, N. H., May 29, the following board of 
directors was chosen : Nathaniel White, John V. Barron, Ben- 
jamin A. Kimball, James R. Hill, John E. Lyon, Onslow Stearns, 
Ebenezer G. Wallace, Joshua M. Babcock and John H. Pearson. 


—Mr. Robert H. Berdell has been elected President, and 
Artemas Sahler Vice-President of the Wallkill Valley Railroad 
Company. 

At the annual meeting of the Toledo & Southwestern Rail- 
road Company in Toledo, O., May 20, the following were elect- 
ed directors : Robt. H. Bell, Dr. T. M. Cooke, Toledo, O.; R. B. 
Mitchell, Maumee City, O.; J. J. Vorhees, Grand Rapids, 0O.; 
D. W. H. Howard, Wauseon, 0.; J. Hipp, Timberville, 0.: Dr. 
W. W. eg oe F. J. Bonnewitz, Van Wert, O.; Dr. M. 


ro aoe iltshire, O. Dr. T. M. Cooke was re-elected Pres- 
iden 


—At the annual meeting of the Northern Central Railroad 
Company of Michigan, at Albion, Mich., May 28, the following 
directors were chosen : Horace F. Clark, Augustus Schell, James 
H. Banker, New York; E. B. Worcester, Aibany, N. Y.; Amasa 
Stone, Jr., Henry B. Paine, Cleveland, O.; Samuel V..Irwin, 
W. H. Brockway, Albion, Mich.; A. N. Hart, Lansing, Mich.; 
W. J. Baxter, Jonesville, Mich. 


—Mr. H. B. Montgomery, formerly on the Ohio & Mississippi 
road, and later in the general offices of the Erie Kailway, oe 
been appointed Traveling Auditor and Chief Clerk in the 
Auditor’s office of the International & Great Northern Railroad. 
His address is at Houston, Texas. 


—At the regular annual meeting of the stockholders of the 
Cape Girardeau & State Line Railroad Company, held at the 
office of the company in Cape Girarc: au, Mo., May 17, the fol- 
lowing persons were elected directors of the company for the 
ensuing year: P. R. Van Frank, Sebastian Albert, August Bier- 
wirth, Michael Dittlinger, John Ivers, William B. Wiison, Wm. 
Buchanan, Thomas Doyle, Joseph Lansmon, G. C. Niebur, L. 
L. Phillips, Thomas Johnson, L. F. Klostermann. The board 
of directors organized by electing P. R. Van Frank, President ; 
Michael Dittlinger, Vice-President; Samuel B. Rowe, Secre- 
tary ; Alexander Ross, Treasurer, and William B. Wilson, John 
Ivers and P. R. Van Frank, Executive Committee. 


_—Gen. John Echols has resigned as President of the Louis- 
ville, Cincinnati & Lexington Railroad Company, and returns 
to his law — at Staunton, Va. J. B. Wilder, of Louisville, 
has been elected President of the company. 


—At the annual meeting of the stockholders of the Illinois 
Central Railroad Company, in Chicago, May 28, 167,087 shares 
were represented. George Bliss, ot New York, and Lucian Til- 
ton and W. K. Ackerman, of Chicago, were re-elected directors 
for the term of four years. L. V. F. Randolph, ot New York, 
was elected to filla vacancy. 


—A circular from the President of the New Jersey Southern 
Railroad Company announces the following changes: Mr. G. W. 
Bentley having resigned his position as Vice-President and 
General Manager, that office is abolished. Mr. M. W. Serat 
has been aeons Superintendent in place of G. W. Sneden, 
resigned ; Mr. John F. Cole, General Frei ht and Passenger 
Agent, in place of O. B. Kinne. resigned ; Mr. Charles J. Os- 
borne, Treasurer, in place of John F. Cole, appointed General 
Freight and Passenger Agent; and Mr. G. P. Morosini, Secre- 
tary and Auditor. The offices of the Superintendent and Gen- 
eral Freight and Passenger Agent are at Long Branch, N. J., 
and those of the President, Secretary and Treasurer at 30 
Broad street, New York. Messrs. Morosini and Serat were for- 
merly in the employ of the Erie. 

—Mr. James F. Clark, for many years Roadmaster of the 
Chicago, Burlington & Quincy Railroad, will soon take charge 
of the Mountain Division of the Union Pacific Railroad, vice .. 
J. Nichols, who will assume the superintendency of the Eastern 
Division, with headquarters at Omaha. 


—Mr. John yy been chosen President of the Bos- 
ton, Hartford & Erie Railroad Company (the old company), in 
place of Frederick A. Lane, resigned. 

—At the annual meeting of the Atehison, Topeka & San‘a 
Fe Ra:lroad Company, at Topeka, Kan., May 22, the following 
board of directors was elected: Ginery Twichell, Thomas Nick- 
erson, Joseph Nickerson, F. H. Peabody, Alden Speare, George 
B. Wilbur, Isaac T. Burr, B.P. oy Boston, ass.; George 
Opdyke, New York ; Henry Strong, Chicago ; Thomas J. Peter, 
D. L. Lakin, C. K. Holliday, Topeka, Kan. Messrs. Raymon 
and Sherbrooke, who declined serving longer, are the only 
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members of the old board not re-elected. The board elected 
Henry Strong President and Thomas Nickerson Vice-President, 
in place of Messrs. Twichell and Burr, who declined a re-elec- 
tion. 

_—Colonel Robert L. Owens, who was President of the Vir- 
es & Tennessee Railroad Company for several years, died in 
Norfolk, Va., June 2. Colonel Owens was a civil engineer and 
in early life was employed on the James River & Kanawha Canal, 
the Virginia & Tennessee Rallroad and other important works. 

—Mr. G. P. Morosini, recently appointed Auditor and Secreta- 
ry of the New Jersey Southern Company, was formerly Auditor 
of the Erie Railroad. Mr. John F. Cole, the new Passenger and 
Freight Agent, and Mr. Serat, the new Superintendent cf the 
same road, were also formerly connected with the Erie. 


—Governor Beveridge, of Illinois, has appointed Joseph 
Utley, of Dixon, Morris G. Anderson, of Peoria, and W. N. 
Brainard, of Chicago, State Canal Commissioners. Mr. Ander- 
son takes the place of Virgil Hickox, and Mr. Brainard, who is 
Vice-President of the Chicago Board of Trade, that of Robert 
Milne. Mr. Utley, who is re-appointed, has been a member of 
the board for the last four years. 

—tThe report that Mr. H. B. Rue has been appointed General 
Superintendent of the Cayuga Lake Railroad has been contra- 
dicted. Mr. Delafield remains Acting Superintendent. 


—At the annual meeting of the Hempstead & New York 
Railroad Company, recentiy, the tollowing board of directors 
was elected: Abram Wakeman, H. S. Smith, P. C. Barnum, F. 
Grosjean, E. T. Hunt, James A. Johnston, Charles Fox, Jacob 
R. —s P. H. Gallaudet, Charles H. Dewey, George H. 
Holt, H. W. Onderdonk and Theo. Wells. The following officers 
were elected : President, H. J. Smith ; Vice-President, George 
W. Holt; Treasurer and Secretary, Charles H. Dewey. Mr. 
Dewey is Treasurer of the South Side Company, and Messrs. 
Shipherd and Fox are directors of that company. 


—The stockholders of the East River (New York and Brook- 
lyn) Bridge —— met June 2and elected the following di- 
rectors : Henry C. Murphy, Abram 8. Hewitt, J.S. T. Strana- 
han, W. C. or A. C. Keeny, Wiliam W. Goodrich, Alex- 
ander McCue, B. F. Bracy, John H. Prentice, H. H. Wheeler, 
W. H. Vanderbilt, Fgank Moulton, John W. Lewis, Isaac Van 
Anden, Samuel McLean. At a subsequent meeting of the 
board, Mr. W. C. Kingsley resigned his position as Superintend- 
ent, but no successor was elected. 


—At the annual meeting of the New York & Long Island 
Bridge Company, June 2, the following directors were elected: 
John L. Brown, John T. Conover, A. M. Bliss, D. L. Pettee, 
Shepherd F. Knapp, H. W. Genet, J. D. Coleman, George 
Wilkes, A. W. Winants, P. L. Tyler, Jacob M. Long, Stephen C. 
Walker, H. J. Livingston, H. Vandewater, W. C. Conner, Joel 
A. Fithian, Cornelius Corson, G. L. Knapp, E. J. Shandley, R. 
M. C. Graham, Charles Johnson. 


—At the annual meeting of the Manchester & Keene Railroad 
Company at Keene, N. H., recently, the following board of di- 
rectors was chosen : Henry Colony, Samuel W. Hale, George B. 
Twitchell, Jason French, Keene, N. H. ; Ezekiel A. Straw, Mau- 
chester, N. H.; Daniel W. Tenney, Marlboro, N. H.; Milan 
Harris, Harrisville, N. H.; A. H. Dunlap, Theodore H. Wood, 
Nashua, N. H.; Ansel Dickerson, Winchester, N. H.; George 
L. Foote, Boston, Mass. Thomas E. Hatch, of Keene, N. H., 


was chosen Clerk, and Gen. Simon G. Griffin, of Keene, N. H., 
Treasurer. 


—At the annual meeting of the Hudson Suspension Bridge & 
New England Railway Company in New York, June 2, the fol- 
lowing board of directors was chosen : James R. wtcBeth, John 
Q. Hoyt, E. W. Scrrell, A. 8. Diven, Dewitt C. Littlejohn, L. J. 
Guthrie, Charles J. Pusey, Hiram Barney, A. W. Humphries, 
J. H. Jackson, Benjamin E. Smith, E. R. Wiswell, C. R. Griggs. 


—At the annual meeting of the St. Paul, Stillwater & Taylor’s 
Falls Railroad Company at St. Paul, recently, the following 
board of directors was elected: Peter Berkey, A. H. Wilder, J. 
L. Merriam, A. H. Baldwin, Isaac Staples, A. B. Stickney, 
Horace Thompson, E. F. Drake, Wm. Crooks, W. B. Dean, 3. 
F. Hersey, M. Auerbach, Russell Blakeley. 

—Mr. R. J. Cavett has been appointed Superintendent of the 


Carbondale & Shawneetown Railroad, in place of W. 
Hanchett. 


—Mr. James R. Faulkner, formerly Superintendent of the 
Harlem Extension Railroad, and late Superintendent of the 
Brazos Division of the International & Great Northern Railroad 
of Texas, has been appointed Superintendent of the Houston 
Division of the same road, and Assistant Superintendent of the 
line. Mr. Faulkner’s headquarters are at Palestine, Texas. 

—Mr. A. E. Shrader, late of the Evansville & Crawfordsville 
Railroad, has been appointed General Freight Agent of the St. 
Louis & Southeastern Railway, with office at-Evausville, Ind., in 
place of John W. Mass, resigned. 








TRAFFIC AND EARNINGS. 





—The earnings of the St. Louis & Southeastern Railway 
(consolidated) for the third week in May were $28,612.22. The 
earnings of the St. Louis Division for the same week were : 1873, 
$16,806.23 ; 1872, $9,820.79; increase, $6,985.44, or 71} per cent. 

—The earnings of the Kansas Pacitic Railway for the third 
week in May were : passengers, $29,547.75 ; freight, $45,961.92 ; 
mails, $2,055.31 ; total, $77,564.98. Of this amount $3,570.91 
was for transportation of troops, mails and goverument freight. 

—The earnings of the Erie Railway for the week ending May 
23 were: 1873, $455,644; 1872, $452,034; increase, $3,610, or 
0: per cent. 

—The earnings of the St. Louis & Iron Mountain Railroad for 
the second week in May were ; 1873, $62,520 ; 1872, $47,881 ; in- 
crease, $14,639, or 30} per cent. 

—tThe earnings of the Great Western Railway of Canada for 
the week ending May 9 were: 1873, £25,585 ; 1872, £21,965; in- 
crease, £3,620, or 165 per cent. 

—The earnings of the Grand Trunk Railway of Canada for 
the week ending May 10 were: 1873, £38,200 ; 1872, £35,300 ; in- 
crease, £2,900, or 84 per cent. 

—The number of through passengers carried over the Cen- 


“= Pacific Railroad for the year ending April 30, was as tol- 
OWS : 


1872-73. 1871-72. 1870-71. 








NS sncicdatasssicceeceueweoaats 22,782 20,707 24,349 
‘Westward ........ ec _ abnor enna’ 38,136 28,924 30,599 
ES xcknabientouabendessanceae 60,918 49,631 54,948 


—The earnings of the Great Western Railway of Canada for 
the week ending May 16 were : 1873, £25,257; 1872, £23,227 ; 
increase, £2,030, or 8} per cent. 

—The earnings of tue Grand Trunk Railway of Canada for 
the week ending May 17 were: 1873, £42,100; 1872, £33,900 ; 
increase, £8,200, or 24 3-16 per cent. 

—The gross receipts of the Pacific Mail Steamship Company 
for the year ending April 30, 1873, were : from passengers, $1,- 
800,710.91; freight, $3,022,194.29; total, $4,822,905.20. This 
— not include the Central American and California coast 

ines. 


The through freight shipments east over the Central Pacific 
Railroad for the month of —_ were 3,838,514 pounds, of which 
3,434,672 pounds were from San Francisco and 404,842 pounds 
from other points. The principal items were: wool, 1,699,337 


pounds (379,661 pounds being from Australia); wine, 524,737 
pounds ; tea, 380,411 pounds ; coffee, 258,850 pounds. 

—The following is the official report of the earnings and ex- 
penses of the Union Pacific Railroad for the month of April : 


1873. 1872. Increase. Dec. Perct. 
Earnings........ $881,266 38 $741,802 56 $149,463 82 





1834 
Expenses(includ- 
ing $91,000 for 
renewal of rails 
im 1873)........ 474,078 84 385,997 74 88,081 10 ees 22% 
Net earnings.$407,187 54 $355,804 82 $51,382 72 .... 14% 


For the four months ending April 30, the earnings and ex- 
penses were as follows: 


: 1873. 1872, Increase. Dec. Pr.ct. 
Earnings..... $2,605,281 32 $2,115.715 17 $489,566 15 2 
Expenses.... 1,445,474 56 1,524,762 22 


sieean bes 2344 

Secuisiees $79,287 66 5% 

Net ear’gs..$1,159,806 76 $590,952 95; $568,853 81... .... 964% 

The earnings per mile for April, 1873, were $854; 1872, $719. 

For the four months the earnings per mile were: 1873, $2,525; 
1872, $2,050 ; increase, $475, or 23} per cent. 











PERSONAL. 





—A telegram frém Mexico reports that General Rosecrans 
has resigned his position as agent of the Union Contract Com- 
pany, which purposes the construction of a system of narrow- 
gauge railroads, leaving General William J. Palmer in charge 
of the interests of that company in Mexico. 


—Mr. ed J. Barker, well known as a civil engineer and 
lately Chief Engineer of the Lee & Hudson Railroad, died at 
his residence in South Adams, Mass., May 29. 


—Mr. G. W. Bentley, General Manager ; Mr. W. S. Sneden, 
Superintendent and Engineer; and Mr. O. B. Kinney, General 
Freight Agent of the New Jersey Southern Railroad, have re- 
signed their respective positions. 


—It is reported that Mr. A. B. Stockwell has tendered his res- 
ignation of his position as President of the Atlantic & Pacific 
Railroad Company. 


—Mr. A. 8. Sweet, for many years head of the locomotive de- 
sy of the Michigan Central road, died at Detroit, Mich., 

ay 30. Mr. Sweet had filled his position on the road accepta- 
bly, and was also esteemed as an honest and upright citizen. 


—Mr.W. 5S. Sneden, who has just resigned his position as Engi- 
neer and Superintendent of the New Jersey Southern road, has 
been connected with the road almost from its first commence- 
ment. At one time in connection with other parties, under the 
firm name of W. 8. Sneden & Co., he leased and operated the 
road (then known as the Raritan & Delaware Bay) for two or 
three years. 


—Mr. John Sheldon, President of the Toronto & Nipissing 
Railway Company, was killed by being crushed between a car 
and the depot platform at Carnington Station on the night of 
the 17th of May. . 








THE SCRAP HEAP. 


Bibles in Passenger Oars. 


About the ist of May the Toledo, Wabash & Western Railway 
Company began to place Bible racks and Bibles in its coaches. 
There are four racks in each coach, and upon each in large let- 
ters are the words, ‘Read and return.” The Bibles are nicely 
bound and well printed. Upon one side of each cover is the 
following inscription: ““T. W. & W.R. W. Pres. nied by the 
Lucas Co. Bible Society ;” and upon the other side: “ This 
book is the property of the T. W. & W. R. W. Co., and must not 
be taken from the coach.” 


News Agents and Train Boys. 

Mr. G. Clinton Gardner, General Superintendent of the Penn- 
sylvania Railroad, has issued a circular to passenger conduc- 
tors, which says: “It having been alleged that news agents 
have offered for sale inthe cars of this company, without the 
knowledge of their employers, immoral and obscene publica- 
tions, passengor conductors are directed to see that such publi- 
cations are not sold, or fred for sale, on their trains, and to 
immediately report any uitvinpt to do so to the Division Super- 
intendent. 

‘* Passenger conductors are also instructed that the news 
agents are subject to their discipline while on their trains. 
They should see that they are not allowed to offer their com- 
modities in such a manner, or with such frequency, as to dis- 
commode or annoy the ——, and they should not per- 
mit any article to be sold which might soil or injure the up- 
holstery or the cars or the clothing of the passengers. The 
sale of prize portfolios, gifts confections, or similar devices 
partaking of the nature of lotteries, is forbidden on the cars of 
this company.” 

Italian Railroad Engineering. 

A subscriber now traveling in Italy writes to us from Flor- 
ence: “Some of these Italian roads are greater marvels ot 
engineering than the Central Pacific or the Union Pacific. 
Between Rome and Florence we run through tunnels varying 
from a few rods to more than a mile in length. One, near the 
place where Hannibal defeated the Consul Flamtnius 2,000 years 
ago, is more than one mile. Between here and Bologna, a half- 
day’s ride, we pierce the Apeuuines about 40 times—not the 
whole width, it is true. The descent is so great that in order 
to lessen the grade one of tli tunnels forms the letter 8.” 


Railroad Manufactures. 


The Harrisburg Car Munufacturing Company recently re- 
ceived an additional orde: from the New York Central & Hud- 
son River for 400 box and 100 platform cars. 

The Buffale Car Works are now filling orders for 200 box cars 
for the Red Line Transit _ 200 gondolas for the Buffalo, 
New York & Philadelphia, and 100 box cars for the New York 
Central & Hudson River. They have also contracts for oil-tank 
cars for the Lake Shore & Michigan Southern, platform cars 
for the Lake Ontario Shore, and box cars for the Cayuga Lake. 
The works employ nearly 300 men. 

The North Chicago Rolling Mill now has a capacity of 36,000 
tons of iron rails and 15,000 tons of steel railsannually. About 
1,400 men are employed. The buildings of the company com- 

rise two blast furnaces 65x17 each ; a complete rail and pud- 

ing mill 290x177 feet; a separate rail and blooming mill 
250x140 feet ; a puddle mill 8:\200 feet, and a five-ton Bessemer 

lant in a convenient buildin, 115x128 feet. These buildings 

o not include the repair shops, ovens, offices and other struc- 
tures owned by the company. The Bessemer plant is one of 
the latest and most complete in the country, costing $300,000. 
Two converters are in use, which are now running “ half time,” 


= twelve heats per day, making 5 3-10 tons of metal at each 
eat. 


Trial of Westinghouse Brake. 

A telegram from Philadelphia, dated May 20, says: The 
Committee of Science of the Franklin Institute to-day wit- 
nessed a series of experiments with the Westinghouse air- 
brake on a train on the Pennsylvania Railroad. Operated from 
the engine, the train, going at the rate of thirty miles, was 
stopped in sixteen seconds, moving 503 feet after the brake was 





= Operated from the center car, the train stopped in 
teen seconds within 515 feet. Acting automatically by sever- 








ing, the train stopped in twelve seconds within 367 feet. - With 
the train going forty miles an hour, the brake was applied by 
severing the engine from the train, and stoppage was effected 
in ten seconds within 315 feet. Various other experiments 
were made which were altogether successful.” 


Locomotives for Wooden Railroads. 

The Boston Transcript thus speaks of an unusual class of lo- 
comotive building : 

** George E. Fitield, of South Newmarket, N. H., has been 
building for a few years past a novel class of locomotives for 
the wooden-track railways in the lumber regions of Georgia. 
They are only six tons in weight, and have very large cylinders 
for so light machines. The capacity for carrying water and 
fuel is very great, the whole forming avery unique and ser- 
viceable machine, one of them being able to do the work of 30 
mules easily. The rapid denudation of the timber lands along 
the rivers and lines of railroad all through the South is 
driving the lumbermen deeper into the forests to supply the 
demand for a material almost indispensable for heavy bridges, 
cars and floors throughout the country. No yellow pine tree 
ever grows where one is cut, a soft, sappy and worthless scrub 
pine of another kind taking its place.” 








CHICAGO RAILROAD NEWS. 





Depot Reading Room. 

The Young Men’s Christian Association announces its inten- 
tion to open a “Depot Reading Room,” June 15, in the new 
passenger depot of the Lake Shore & Michigan Southern and 
Chicago, Rock Island & Pacific railroads. In a circular the 
Association says: ‘“‘ This structure is the largest and hand- 
somest depot building in the world. These companies have 
very generously set apart a large room, 29 x 50 feet, containing 
17 wiadows, lighted by gas and heated by steam, situated im- 
mediately over the passenger waiting rooms, which will be 
fitted up in a neat and attractive manner, and contain a full 
supply of all the leading papers and magazines. Itis proposed 
to make the place so « ttractive, by its literature and surround- 
ings, that the railway employees, the traveling public and resi- 
dents in that vicinity cannot resist the temptation to accept of 
the free invitation which it will extend to all, and spend their 
leisure moments in the improvement of the mind.” 


Chicago & Northwestern. 


The contractors on Tunnel No. 3, near Sparta, Wis., on the, 


Madison Extension, got a heading through May 14. Much 
work yet remains to be done in enlarging the tunnel to the fuil 
size, arching, etc. The tunnel is 3,800 feet long. It is thought 
that trains will hardly run through it before September. 








OLD AND NEW ROADS. 





Monticello & Port Jervis. 

The General Term of the New York Supreme Court has re- 
versed the decision of the lower court which declared illegal 
and void the bonds issued to this company by the town of 
Thompson, Sullivan County, N. Y. It is most probable that an 
appeal will be made from this decision to the Court of Appeals. 
The amount of the bonds is $148,000. 


Hannibal & Oentral Missouri. 

An order has been made by the County Court of Monroe 
County, Mo., transferring to the Missouri, Kansas & Texas Com- 
pany $250,000 in stock of the Hannibal & Central Missouri 
Company held by the county. The Missouri, Kansas & Texas 
Company is required to enter into bonds to the amount of 
$230,000 to fulfill the conditions named in its original proposi- 
tion, and also to agree that in case any connection is made with 
the Hannibal & St. Joseph anywhere over eight miles west of 
Hannibal, such connection shall be made at Monroe City. 


Hempstead & New York. 

It is said that the entire control of the company has been se- 
cured by the South Side Railroad Company and that the work 
will be pushed forward to completion. A section of the road 
about four miles loéng, from Hempstead to Valley Stream on 
the South Side road, has been completed for two or three years 
and has been operated as a branch of the South Side. Several 
attempts have been made to complete the road through to Bay 
Ridge, whence connection is to be made by ferry with New 
York, but have failed, owing mainly to dissensions in the com- 
pany and quarrels over the control of the road. 

It is said that the recently proposed plan, by which the South 
Side track was to be used from Valley Stream to Berlin and the 
Brooklyn Central & Jamaica track from Berlin to East New 
York, has been abandoned and a separate track wiil be built 
from Valley Stream to Bay Ridge, passing through Clarence- 
ville and Woodhaven. The distance is about 17 miles. 
Pennsylvania & New York. 

The Havana (N. Y.) Journal says that surveys are being 
made for an extension of this line from its present terminus 
at Waverly, N. Y., on the Erie, northward through Smith Val- 


ley and Mecklenburg. It is also stated that the right of way 
is being purchased for the road. 


Little Lehigh & Cedar Oreek. 


Surveys are being made for a railroad by this name from 
Allentown, Pa., west to Virginsville, in Berks County, a dis- 
tance of about 30 miles. Mr. A. H. Muilan is Chief Engincer, 


Pennsylvania—New York Division. 

A considerable force's at work grading for the additional 
tracks between Elizabeth and Rahway. 

The newspaper train, which was to leave New York 3:30 a. m. 
for Philadelphia, is not now running, owing to some difficulty 
with the parties for whom the train was to be run. 
Michigan Air Line. 

The complaint in the suit in which an injunction was recent- 
ly granted prohibiting the execution of certain agreements 
with the Michigan Central Company is a very long document 
and contains several allegations of fraud against the officers of 
thecompany. It is charged that the trust deed to the Farmers’ 
Loan & Trust Company of New York to secure the issue of 
$1,850,000 in bonds was executed by the President and Secre- 
tary without authority from either Jdirectors or stockholders. 
It is also claimed that the lease of the line from Jackson to 
Niles to the Michigan Central was made fraudulently and with- 
out authority. The complainants claim that the trust deed 
and lease are void unless confirmed and ratified by the board 
of directors. It is charged also that the Michigan Central 
Company expended money extravagantly in completing and 
equipping the road under the lease, and that the gross earn- 
ings of the road are greatly in excess of the sums required for 
paying operating expenses and interest on bonds, as would ap- 
pear if the Michigan Central were compelled to account for the 
receipts. 

By the preliminary injunction (a copy of which was published 
May 17) the directors of the Air Line Company are enjoined 
from ratifying or confirming the said lease and deed of trust or 
from making any new obligation of the kind; Mr. Joy and the 
Michigan Central Company are enjoined from disposing of any 
of the Air Line; and the Farmers’ Loan & Trust Company is 
enjoined from disposing of the deeds of trust. 

The Niles (Mich.) Republican of May 29 says: *‘ We also 
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have information, deemed reliable, that the employees on_ the 
Michigan Air Line and the Nilés & South Bend Railway have 
had orders to hold themselves in readiness to remove the roll- 
ing stock and all moveable property from these two roads at a 
day’s notice, with a view to abandoning them. We give the 
rumor, which comes to us from a source entitled to credit, tor 
what it is worth.” ‘ 

Concord, 


At the recent annual meeting of this company resolutions 
opposing consolidation with other companies and instructin 
the directors to make no lease or other contract were offered, 
but voted down. A resolution authorizing the board to lease 
the Nashua, Acton & Boston road was indefinitelyjpostponed. 


Boston, Hartford & Erie. 


A meeting of the directors of the old company was held in 
New York June 3, at which Mr. Frederic A. Lane resigned his 
position as President and John Rooney was chosen in his place. 
The directors also declared their intention of contesting the 
claim of the new company (the New York & New England) to 
certain portions of the assets of the company, which, it is 
claimed, the Berdell mortgage did not cover. Among these 
assets are the dock property in Boston, the Norwich & Worces- 
ter lease and the equity of redemption in the Hartford, Provi- 
dence & Fishkiliroad. The directors authorized the President 
to employ counsel to bring suit against the new company, 
which now has possession of the assets claimed. 

Somerset. 


The contract for the grading and masonry of the extension 
of this road from Norridgewock, Me., to Madison Bridge, has 
been awarded to 8. C. Mills& Co., and work has been com- 
menced. 


New Haven, Middletown & Willimantic. 

The ballasting is completed and the road is in order as far as 
East Hampton, Conn., 33 miles from New Haven. On the re- 
maining 20 miles from East Hampton to Willimantic the work 
of ballasting is progressing. 

A party of the officers of the c»mpany and of the New York 
& New England Company recently passed over the road on a 
tour of inspection. Arrangements for the running of through 
trains from New York to Boston by this line are being made. 
St. Joseph & Denver City. 
fA meeting of the bond holders of this company is called, to 
be held at the office of Hessler & Co., No. 7 Wall street, New 
York, June 11, to consider as to action necessary to protect 


their interest, the la t coupon having been overdue more than 
60 days. 


Lee & New Haven. 


Since the failure of the bill extending the time in which the 
State subsidy could be secured, all work bas been suspended. 
At a meeting of the company it has been decided to make an 
assessment on the stockholders sufficient to pay for all the 
work that has already been done. 


Holyoke & Westfield. 

The town of Holyoke, Mass., has voted to take $60,000 more 
stock in this company. The road is leased by the New Haven & 
Northampton Company. 

Pacific, of Missouri. 


St. Louis papers of June 1 publish the correspondence be- 
tween the attorneys of this company and Attorney-General 
Ewing, of Missouri, in regard to the suit to test the constitu- 
tionality of the law under which the State released to the com- 
pany its interest in the road. The company has decided to 
withdraw from the agreement with the Attorney-General to 
make up acase and bring it to trial as soon as possible. It is 
probable that the Governor wiil shortly advertise the road for 
sale under authority of the concurrent resolution passed by the 
Legislature last winter. 


Des Moines Valley. 


A dispatch from Des Moines, Ia., dated May 31, says: 

‘‘Final decree was rendered to-day in the Polk County Cir- 
cuit Court ordering the sale of the Des Moines Valley Railway. 
‘The road is to be sold uuder special execution, by the Sheriff ot 
Polk County, and the bonds under the first and second mort- 
gages received on the bid on condition that the purchaser pays 
in cash an amount necessary to pay the costs and mechanics’ 
liens. The first-mortgage bonds amount to $2,300,000 and in- 
terest, and the bonds of the second mortgage about $23,000 and 
interest. 

“The payment of the Lilinois & Mississippi Telegraph Com- 
pany is deferred to the second mortgage, and will probably be 
left out in the cold.” 


Consolidation ofh e Eastern and Boston & Maine Oom- 
panies. 


The Massachusetts Senate has tabled :h>» bill providing for 
the consolidation of these two companies, aud it is thought that 
no further action will be taken onit this year. 


Cairo & Fulton. 


Trains commenced running from Little Rock, Ark., to Ben- 
ton, 24 miles southwest, June 2. The track is laid a short dis- 
tance beyond, and the work is progressing rapidly. 

Union Depot at St. Louis. 

The project of building a Union Passenger Depot for all the 
railroads entering St. L vis has been practically abandoned. It 
is said that the compaui-s interested will build a temporary 
depot in East St. Louis, near the Illinois end of the bridge. 
Perth Amboy & Long Branch. 

The hearing of the argument on the motion for a preliminary 
injunction to restrain thsc»npany from building its bridge 
across the Raritan River at Perth Amboy commenced in the 
United States Circuit Court at Pittsburgh, Pa., May 29. This 
is the company which is building a part of the New Jersey 


Central's Long Branch line. The Pennsylvania Railroad Com- 
pany is the complainant. 


New York Oentral & Hudson River. 


This company having paid, under protest, the tax on the 
scrip dividends, the payment of which has been so long con- 
tested, has commenced a suit against John M. Bailey, as col- 
lector of internal revenue for the fourteenth district of New 
York, to recover the scrip dividend tax, the penalties thereon, 
and the amounts received by him from the sales of the com- 
pany’s property, amounting in the aggregate to $555,173.60. 
‘The papers were filed May 24. 

St. Joseph Bridge. provera 


The bridge over the Missouri River at St. Joseph was formal- 
ly opened for travel May 31, by_a public celebration, which in- 
cluded a procession, several addresses and a banquet to a large 
number of invited guests. 

A dispatch from St. Joseph says that it is expected that ina 
few days arrangements will be came agg for the trains of the 
Missouri Pacific, the Atchison, Topeka * Santa Fe, the Atchison 
& Nebraska, the Leavenworth, Lawrence & Galveston roads to 
run over this bridge. 


Chicago & Southwestern. 

The Leavenworth (Kan.) Times, of May 30, says: “ It gives 
us unqualified pleasure to announce that freight cars for 
Leavenworth from the Burlington & Missouri River, North 
Missouri and Kansas City, St. Joseph & Council Bluffs railroads 


are now taken from Beverly and Plattsburg by the Chicago, | 
Rock Island & Pacific trains over the Leavenworth bridge to 
the depot at the head of Sixth street. Hitherto the freight 
transfers were made by these roads at Kansas City and Atchi- 
son, and cars brought to this city by the Missouri Pacific trains. 

**The North Missouri Company now receive St. Louis freights 
in this city. 

‘* Before many weeks we shall be able to announce that pas- 
senger trains of the above roads arrive in and depart from the 
Union depot of Leavenworth,” 





Chicago & Paducah. 


The track has been laid from Fairbury, jIll., southward 
eight miles. 


Dividends. 


The Northern Railroad of New Hampshire pays a semi-annual 
dividend of 4 per cent. June 1. 

The dividend due on the Vermont & Canada Railroad stock 
June 1 will not be paid, nor will the interest on Vermont Cen- 
tral first-mortgage bonds due at the same time. 

Railroad Legislation in Illinois. 

Among the laws passed at the recent session of the Illinois 
Legislature were the following : 

Act to compel the trustees of the lan.‘s granted to the Illi- 
nois Central Railway Company to execute their trust. 

Act to amend an act entitled “An act to regulate public 
warehouses and the warehousing and inspection of graiv, and 
to give effect to article thirteen of the Constitution of the 
State,” approved April 25, 1871, in force July 1, 1871, and to es- 
tablish a committee of appeal, and prescribe their duties. 

Act to dispose of all old internal improvement lands or lots 
belonging to the State. 

Act to amend an act entitled “‘An act to provide for the in- 
corporation of associations that may be organized for the pur- 
pose of constructing railways, maintaining and operating the 
same, for prescribing and defining the duties and limiting the 
powers of such corporations, when so organized,” approved 
March 1, 1872. 

Act to prevent extortion and unjust discrimination in the 
rates charged for the transportation of passengers and freights 
on railways in this State, and to repeal an act entitled ‘‘ An act 
to prevent unjust discriminations and extortions in the rates to 
be charged by the different railways in this State for the trans- 
— of freights on said roads,” approved April 7, A. D. 
1871. 

Act to repeal an act entitled ‘“‘ An act in relation to a portion 
of the submerged lands and Lake Park grounds, lying on and 
adjacent to the shore of Lake Michigan, on the eastern front- 
age of the city of Chicago,” in force April 16, 1869. 


Uhicago & Pacific. 


In the suit of this company against the Chicago & Northwest- 
ern for the condemnation by the former of a portion of the right 
of way of the latter company in the city of Eigin, the jury ren- 
dered a verdict of $10,000 damages in favor of the Chicago & 
Northwestern. 

The case excited much interest, being the first case ever tried 
in the State for the condemnation of lands belonging to one 
railroad company for the use of another. 


Regulating Rates in Delaware. 

The following is the text of the law regulating rates passed 
by the late Legislature of Delaware : 

“Section 4. That if the said Philadelphia, Wilmington & 
Baltimore Railroad Company, or any other railroad company 
in this State shall, either as the operator of its own railroad or 
railroads, or as lessee of otber railroads within the State, charge 
and receive a greater rate per mile for the carriage of passen- 
gers (except so far as the same may be iucreased to the amount 
of the tax annually paid under the provisions of chapter 458, 
volume 12,of the Laws of Delaware), or for the carriage or 
transportation of goods, wares 01 merchandise, or other prop- 
erty whatsoever, from place to place within the State, or from a 
place within the State to a place without the State, than is 
charged by such company for the carriage of passengers and 
the transportation of property or freight for like distances, or 
per mile, from = without the State to places within the 
State, or from places without the State through the State to 
other places without the State, the person or persons paying 
such charges, either as fare or freight, shall be entitled to re- 
cover from such company so charging and receiving the same 
a sum tenfold the amount of the mouey so paid, to be recov- 
ered in an action of debt or assumpsit as like amounts are now 
recovered by law.” 

The law was one section of a bill to regulate the taxes to be 
paid by railroad companies. 


Pensacola & Louisville. 

The Tallahassee (Fia.) Sentinel of May 31 says : 

“ Judge Bradley, ofthe United States Supreme Court, sitting 
in Circuit at Mobile, has within a tew days past rendered a de- 
cision of great importance to this company. It virtually gives 
them absolute title to the road confirming their purchase under 
the foreclosure sale, and directing a return of the purchase 
money under the bankrupt sale, amounting to $55,000 to the 
Pensacola :& Louisville Soopers. This decision will proba- 


bly close up all litigation as to title or ownership, in connection 
with this road.” 


Jacksonville, Pensacola & Mobile. . 

An injunction was recently obtained by the Jackson & Sharpe 
Manufacturing Company, of Wilmington, Del., restraining this 
company from using certain passenger coaches which had been 


purchased, but not paid for. The matter was subsequently 
compromised. 


New York & Oswego Midland. 


It is stated that the whole of the $4,000,000 which was to be 
raised for this company has not yet been subscribed, but that 
the deficiency will be mdde up when the new programme goes 
into effect. Nothing definite has yet been made public as to 
changes in the management. 


Meetings. 


The Erie Railway Company will choose directors July 8. 
Transfer books will be closed June 7 and reopened July 9. 


Contracts. 


J. H. Simpson, Colonel of Engineers, U.S. A., will receive 
proposals at No, 1122 Pine street, St. Louis, until noon of June 
26, for furnishing and delivering the material and doing all the 
work required for the improvement of the Mississippi River, 
between the Missouri & Ohio rivers, for which an appropriation 
has been made by Congress. 

F. U. Farquhar, Major of Engineers, U.S. A., will receive 
cay een at his office in St. Paul, Minn., until noon of June 22, 

or furnishing the materials and doing the work necessary for 
the repairs of the piers at the Duluth Canal. 


Delaware, Lackawanna & Western—Morris & Essex 

Division. 

The passenger depot at Hoboken, N. J., took fire about 5 
o’clock on the morning of May 31, and was entirely destroyed. 
The city fire department, aided by the company’s men, suc- 
ceeded in saving the freight house, general offices and ferry 
house, all of which were close to the passenger house, the ferry 
house, however, being slightly damaged. The books and 
papers from the ticket offices were saved, but four freight cars 
on an adjoining switch were destroyed. A large part of the 








building was on piles over the water, and many of tho piles 


were so burned that they will have to be replaced. The depot 
was built about five P pry: ago and was of wood, 250 by 75 feet. 
The loss is estimated at $65,000, which is covered by a floating 
policy of insurance. Some inconvenience was caused by the 
fire, but there was no delay of trains. 

The last remaining Loughridge steam-brake on this road was 


ee removed and the train fitted with a Westingnouse air- 
rake. 


Mahoning & State Line. 

This company, which filed its certificate of incorporation 
with the Secretary of State of Ohio May 23, purposes to build a 
railroad from the Pennsylvania State line northwest through 
Youngstown to Niles, O., a distance of about 18 miles. The 
capital stock is to be $600,000, and the corporators are Chauncey 


H. Andrews, Richard Brown, A. B. Cornell, W. C. Andrews and 
Robert McCurdy. 


Oollege Hill. 


_ This company, which purposes to build a railroad from Cin- 
cinnati northwest to Venice, in Butler County, a distance of 
about 18 miles, filed its certificate of incorporation with the 


Secretary of State of Ohio recently. The capital stock is to be 
$100,000 


Toledo, Ann Arbor & Northern. 

The officers of this company have lately been inspecting the 
line from Aun Arbor, Mich., to Toledo, O., the grading on 
which is now nearly completed. Several gangs of men are at 
work preparing the road-bed for the iron. 


Buffalo & Jamestown. 


The work on this road is being pushed forward in the hope 
of having it completed to Kennedy, on the Atlantic & Great 
Western and about 56 miles from Buffalo, this season. 


Fort Worth & Denver Oity. 


This company esks the Texas Legislature for a charter for a 
railroad from Fort Worth, Tex., northwest to Denver, Col. At 
Fort Worth connection is to be made with the Texas & Pacific 
oot eames lines from that point to Sabine Pass and Gal- 
veston. 


Walkill Valley. 


It is said that this road is to have its gauge changed from 6 
feet to 4 feet 84 inches. The only connection with New York 


is over the Erie. The road oxtends from Goshen, N. Y., north 
to Kingston. 


Syracuse & Chenango Valley. 

In order to secure the completion of this road, a company 
has been formed to purchase the road, and it is proposed that 
the creditors of the present company receive stock of the new 
company in payment of their claims. The corporators of the 
bew company are George F. Comstock, John W. Barker, Hiram 
Eaton, Clark Snook, Henry Ten Eyck, Samuel D. Luce, E. CO. 
Litchtield, Asel L. Dolby, D. J. Mitchell, R. W. Stroud, Joseph 
L Bradley, Horace K. White, Archibald L. Sims. Some of the 
creditors have lately attempted to put the company into bank- 
ruptcy. 

Derby Railroad. 


The arbitrators in the case of this company vs. the New York 
& New Haven Railroad Company, to decide what sim should 
be given by the latter to the former for land taken for the site 
of the proposed new depot in New Haven, decided May 29 that 
the Derby road should receive the sum of $112,500. 


Atiantic & Lake Erie. 


Efforts are being made to have the location of the road 
changed, so as to bring it through Galion, O. The line, as now 
located, passes about five miles south of that town. 


Washington & Ohio. 


The road-bed is graded from the present terminus at Hamil- 
ton, Va., west to Purcellville, four miles, and work is going on 
between Purcellville and Round Hill. 


Southern Pacific, of Oalifornia. 


_ Work on the extension south from Tipton, Cal., is progress- 
ing. Construction trains run*to Deer Creek, and the bridge 
over that stream is finished. 


Baltimore & Potomac. 


The mason work of the tunnel under the city of Baltimore is 
completed, and as soon as the track laying and ballasting can 
be finished, the tunnel will be opened to travel. This comr- 
pletes the connection between the Baltimore & Potomac and 
the Northcrn Central roads. The tunnel is 7,480 feet long, and 


the contractor, Mr. Thomas Rutter, commenced work on it 
August 27, 1871. 


Ashtabula, Youngstown & Pittsburgh. 

Since the decision of the Supreme Court of Ohio annulling 
the charter of the Pennsylvania & Ohio Canal Company, a lively 
contest has commenced for the possession of a portion of the 
canal near Youngstown, 0% A correspondent of the Cleveland 
(O.) Herald says: ‘It is claimed that the canal company ob- 
tained merely the right of way ; that the fee simple of the land 
remained in the owner subject to this right of way, and, the 
company being extinct, the right of way has ceased and the 
former proprietors of the land can take possession and enjoy it 
as they do their other oe This they are doing. The 
Ashtabula, Youngstown & Pittsburgh Railroad Company has 
purchased of the proprietors of the fee, strips of the canal 
along at intervals, and by way of appropriating it to said road 
purposes has laid down ties on the tow path and spiked rails 
thereon. Other companies have sent gangs of surveyors to 
pes down the tow path and heel path and mud bed. The 
Youngstown, Newton Falls & Ravenna Railroad Company has 
commenced proceedings in the Probate Court to appropriate it 
legally, and the Atlantic & Great Western Railroad Company 
by virtue of its being a large stockholder in the late canal 
company, claims that it has rights in the land recently occu- 
sad by the canal company, which somebody is boned, to re- 
spect.” 

Later dispatches state that the Ashtabula, Youngstown & 
Pittsburgh track was torn up by the opposing parties, and that 
the Painesville & Youngstown Dempent was aying track on 
the tow path. 


Pennsylvania & Ohio Oanal. 

In the case of the State of Ohio against this company, the 
proceedings yy, Eng the nature of a quo warranto the Su- 
preme Court of Ohio has decided that the corporation has been 
guilty of such negligence as is made by the terms of its charter 
a cause forthe forfeiture of its franchises. A judgment of 
ouster and dissolution is. therefore ordered, and trustees will 
be appointed to close up the affairs of the corporation. 

Bangor & Oalais Shore Line. 

Surveys for this line are in progress between Calais, Me., and 
Ellsworth. Since the refusal of the city of Bangor to extend 
aid to the road, it is proposed to make the western terminus at 
Castine, near the mouth of the Penobscot River. From Castine 
steamers can be run to Portland, or communication can be es- 


tablished by steamer with Rockland, the terminus of the Knox 
& Lincoln road. 


Springfield & Illinois Southeastern. 

A dispatch from Springfield, Dl., states that this company 
has been endeavoring to secure means for an extension of the 
road from Beardstown, Ill., northwest to Burlington, Ia., but 
ttha the parties who were expected to furnish the money have 
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declined to do so on account of the passage of the new Illinois 
railroad law and its probable effect upon railroad interests. 


Bangor & Bucksport. , 
The masonry of the road is nearly completed and much of 
the grading is done. ; 
The city of Bangor was to vote June 5 on the question of 
taking $50,000 stock in this road. The money, if it 13 voted, is 
to be used to build a bridge across the Penobscot. 


Schenectady & Susquehanna. | 

This road is to be sold at auction, under foreclosure of the 
second mortgage bonds, in Schenectady, N. Y.,July 10. The 
road is about 15 miles long, from Schenectady to Quaker Street 
on the Albany & Susquehanna road. 


Texas & Pacific. 


A correspondent informs us that on the 25th ult. the track 
was laid for 35 miles west of Longview, Texas, and 25 miles 
beyond the last point noted. Track was also laid from Dallas 
east as far as Terrell in Kaufman County, 35 miles from Dal- 
las. Tracklaying has also been commenced on the Transconti- 
nental Division from Sherman eastward. 

Work on the grading has been commenced at both ends of 
the gap between Fulton, Ark., and Texarcana. The distance 
between the two places is 25 miles. 


Houston & Texas Oentral. 


Much complaint is made by Texas papers of the high rate of 
freight charged by this company, and the Galveston News 
states that considerable shipments of cotton have been made 
from Denison to New Orleans by way of the Missouri, Kansas 
& Texas to St. Louis and thence by river. 


Mississippi Valley & Western. 

The road from Clarksville, Mo., to Dardenne is all graded, and 
it is stated that a quantity of iron for the road is on the way up 
the river from New Orleans. ; 


Kalamazoo, Lowell & Northern Michigan. 

The stockholders of this company and the Michigan Northern 
Railroad Company are to hold a joint meeting in Grand Rapids, 
Mich., July 17, for tne purpose of voting on a proposed consoli- 
dation of the two companies, 


Rockport & Laredo. 

This company comp'eted its organization in Galveston, Tex., 
May 27. The road is to extend from Rockport, Tex., on Aran- 
sas Bay, west to Laredo, on the Rio Grande, a distance of 130 
miles. The company has also a right to build a branch from 
Laredo to San Antonio, about 80 miles. The compaay has a 
land grant of 16 sections per mile from the State. 


Dunkirk, Allegheny Valley & Pittsburgh. 

The question of right of way for this road into the city of 
Titusville, Pa., has been settled and work is to be commenced 
at once on the freight and passenger depots. 


Pennsylvania & Delaware. 

A tract of 150 acres with a water front of 1,009 feet has been 
purchased at Delaware City, Del., and the construction of coal 
docks is to be commanced at once. The ballasting of the 
northern end of the road is going on and it will soon be ready 
for opening. 

Quincy, Alton & St. Louis. 

Itis reported that work will shortly be commenced on the ex- 
tension of this road from Rockport, Ill, southeast through 
Hardin and Grafton to Alton. 


Quincy, Havana, Atlanta & Northeastern. 

This newly organized company purposes to build a railroad 
from Quincy, Ill., northeast through Havana and Atlanta to 
the Indiava line. The capital stock is to be $2,000,000. 


Milwaukee & St. Paul. 

La Crosse (Wis.) papers say that the United States District 
Attorney has received instructions to commence suit to com- 
pel the company to remove the obstructions placed in the Mis- 
sissippi River at the head of _Minnesota Island, two miles above 
La Crosse. These obstructions were placed there by the com- 
pany preparatory to the building of a bridge at that point, and 
consist, we believe, mainly of pile work, though it is asserted 
that a large quantity of stone was dumped in the river. 


Northwestern Union. 

The track is laid from Fond du Lac southward to Kewaskum, 
Wis., a distance of about 20 miles, making 16} miles of new 
track since our last accounts. 


Detroit & Bay City. ; 

The contract for the bridge over the Saginaw River at Bay 
City, Mich., has been let to the American Bridge Company, of 
Chicago. The bridge will be a Howe truss of wood and 1,468 
feet long. The contract for the pile work has been let to Walter 
Fitzgerald. 


Northern Central, of Michigan. 

It is stated that thisroad is tobe extended from Lansing, 
Mich., north to St. Johns, on the Detroit & Milwaukee, a dis- 
tance of about 20 miles. 


Richmond & Chesapeake. 

Virginia papers report that this road is to be extended 
from: West Point to some point on Chesapeake Bay, probably 
GJoucester Point. 


New York & Chicago. 

This company, recently organized in Illinois, purposes to 
make a newline from New York to Chicago, using several 
roads already built as portions of the line. ‘lhe capital stock 
is to be $2,500,000, and the corporators are James E. Abbot, 
William C. Kebbe, Edward Cowles, New York; R. E. Wiggins, 
John H. Gutches, Chicago. 


Northern Pacific—Pacific Division. 

On the extension northward the line is cleared to the Nis- 
qually River, and_a large part of the grading isdone. The 
Kalama (W.T.) Beacon reports that the contractors have re- 
ceived instructions to build 100 miles of the extension, instead 
of 40, as by the first contract. 


Milwaukee & Northern. 

The track is laid to Depere, Wis., 173 miles north of the late 
terminus at Forest Junction, and within about four miles of 
Green Bay. It is expected that the track will reach Green Bay 
in a few days. 


New Law Regulating the Oarrying of Live Stock. 

One of the latest laws passed at the late session of Congress 
is entitled “ An act to prevent cruelty to animals while in tran- 
sit by railroad or other means of transportation within the 
United States.” Approved March 3, 1873. Section 1 declares 
that ‘* No railroad company, whose road forms an — of a 
line of road over which animals shall be conveyed from one 
State to another, shall confine them for a longer period than 
twenty-eight consecutive hours, without unloading for rest, 
water and feeding, for a period of at least five cunsecutive 
hours, unless prevented from so unloading by storm or other 
accidental causes. In estimating such confinement the time 
during which the animels have been confined without such rest 
on connecting road shajl be included, Animals so unloaded 
shail be properly fed and watered during such rest by the 
owner or person haying the custody thereof, or in case of his 
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default in so doing, then by the railroad company or cwners 
or master of boats or vessels transporting them, and they shall 
have alien upon such animals for food, care and custody fur- 
nished. A penalty of not less than one hundrednor more than 


five hundred dollars is imposed. Where animals are carried in | 


cars or vessels in which they have proper food, water, space 
and opportunity for rest, they need not be unloaded. Pen- 
alties and liens are to be enforced in the United States District 
and Circuit Courts. 


Peachbottom. 


The grading for about ten miles from Oxford, Pa., west to 
the Conowingo Creek is nearly finished, and the company hopes 
to commence tracklaying next month. The company is about 
to issue first-mortgage bonds to the amount of $12,000 per mile. 


North Pacific Coast. i 
The courts have refused to grant the injunction which was 
asked for to prohibit the Supervisors of Marin County, Cal., 


from issuing the $60,000 of bonds which was voted to the road. | 


Union Pacific. 

Mr. Horace F, Clark, President of the company, has ordered 
that the plans for the depot and general offices at Omaha shall 
be completed at once, as the question as to their location has 
been finally determined. This is supposed (in Omaha) to settle 


the long-pending question between Omaha and Council Bluffs. | 


Great Western of Canada. 

This company has announced that the increase of capital au- 
thorized to the extent of £1,216,618, will be made by an issue of 
5 per cent. perpetual debenture stock at 90, at which price it 
will yield to investors £5 11s. per cent. The installments ex- 
tend to the 1st of February, 1874. The allotment will be made 
ratably to the holders of ordinary shares. 


The Richmond Switch Accident. 


The Rhode Island Railroad Commissioner, who investigated 
the circumstances of the accident at Richmond Switch, report- 
ed to the Legislature, May 28, that the bridge proved to have 
been properly built, and to have been recently examined ; that 
the accident was not caused by any defect of material or mis- 
mapvagement of the railroad company, but was caused by a 
break in a dam over which they had no control, said dam be- 
ing, in the judgment of competent authority, thoroughly built. 
The Commissioner recommends a law requiring each passenger 
car to be provided with fire-extinguishers, axes and pails, with 
increased protection for stoves. ° 


Southern Minnesota. 

Notice has been served on a number of homestead claimants 
in Freeborn County, Minn., to appear at the United States 
Land Office in Jackson and prove their title to their land, the 
company claiming it under its land grant. Most of the parties 
have held their land for several years. 


Green Bay & Lake Pepin. 

The road has been located down the valley of the Trempea- 
leau for some 18 miles west of the present terminus at Merri- 
lan, Wis., and work onthe grading hascommenced. The west- 
ern terminus is not yet decided on. 


The Hoosac Tunnel Route. 

The lower house of the Massachusetts Legislature has 
passed the bill providing for State management by a vote of 
110 to 108, and it went to the Senate, where it was referred to 
the Treasury Committee. 


The Japan Railroad. 

Japan’s one railroad, which is 18 miles long, makes weekly 
reports of earnings, which for the week ending March 9 were 
$7,671, all but $341 being from passengers. This is an average 
of $426 per week, and with American or European rates would 
indicate an enormous traffic. The total number of passengers 
is reported to have been 24,706, or about 3,500 per day, 
Lawrence. 

Articles of consolidation of the Lawrence and the Youngs- 
town & Oanfield railroad companies have been filed with the 
Secretary of State of Ohjo, The Lawrence road is leased to the 


Pittsburgh, Fort Wayne & Chicago and sub-leased to the Penn- 
sylvania Company. 


New York, Boston & Montreal. 

The Troy (N. Y.) Press says: “It is said that under the new 
| consolidation affecting the Harlem Extension Railroad, it is 

proposed to build the connecting link of railroad from the State 

Line down the Walloomsac valley to Hoosick Falls, and use the 
| Troy & Boston track from there to Petersburgh Junction, and 
| abandon the corkscrew track from Petersburgh Junction to 

Bennington. The road from Bennington to North Bennington 
| wili then be leased to the Glastenbury Railroad.” 

This arrangement, if made, would leave Bennington on a 

| branch, instead of the main line, 


Columbus & Toledo. 
| About $640,000 has been voted in aid of this road under the 
| Boesel law, which subscriptions are illegal under the recent 
| decision of the Ohio Supreme Court. An effort is being made 
to make up the amount by private subscriptions. 


| Indianapolis, Bloomington & Western. 

| A contract for the construction of the bridge over the Illinois 
| River at Havana, on the Western Extension, has been let to A. 
| Walba im, of Chicago. The route west of the river has not 


| been finally decided on. 


Mankato & Wells. 

The township of Mankato, Minn., has refused to vote aid to 
this road. This does not affect the aid already voted by the 
city of Mankato. 


Ware River. 

The price ($375,000) paid for this road at the recent trustees’ 
sale will be sufficient to pay the bondholders about 50 per cent. 
of the face of their claims. Under a recent act of the Massa- 
chusetts Legislature, they have the option of taking their pay 
in this manner or of converting their bords into stock in a new 
company. Ameeting of the bondholders is to be held, June 12, 
for the purpose of organizing a new company to operate and 
complete the road. For the present, the Boston & Albany 
Company will operate it under a temporary arrangement. 


Boston & Albany. 

The bridge over the northwest branch of Westfield River, 
near Chester, Mass., was burned May 27, causing some delay 
to travel. The fire is supposed to have Leen caused by the 
falling from a car of some straw, which had been ignited by 
sparks from the locomotive. 


Cazenovia, Canastota & De Ruyter. 

The directors of the Cazenovia & Canastota and Cazenovia & 
De Ruyter companies have agreed on a consolidation of the 
two companies under the above title. The agreement has yet 
to be voted on by the stockholders. The consolidated line will 
extend from Canastota, N. ¥Y. (on the New York Central & 
Hudson River road, 127 miles west of Albany), southward 
through Cazenovia to De Ruyter, 28 miles. 


Lehigh & Susquehanna. 

Pennsylvania exchanges report that surveys are being made 
for an extension or branch of this road from Mauch Chunk, Pa., 
through Tamaqua to Harrisburg, a distance of about 80 miles. 
The construction of such a line would give the New Jersey Cen- 
tral a line of its own to Harrisburg, which, however, would be 
some 20 miles longer than the present line through Allentown 
and Reading. 


International & Great Northern. 

The track on the Great Northern Division is laid to the Sa- 
bine River, about seven miles beyond Lyndale, the late termi- 
nus, and 22 miles beyond Tyler. A new town named Minneola 
has been laid out at the crossing of the Texas & Pacific, about 
three miles north of the Sabine River, and will be the terminus 
of the road for a time. 


Pittsburgh, Virginia & Oharleston. 


Contracts have been let for the grading from Monongahela 
City, Pa,, southwerd to Brownville, 9 distance of about 22 
mies, : 











